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Transport impacts in one form or an-
other on everybody’s lives. The cost to
people — in time, effort and money — in
accessing essential activities is often
unacceptably high, with the actual con-
ditions under which transport occurs,
The cost to
society is also unacceptably high from

upleasant and unsafe.

the provision and operation of move-
ment resources, to the consequences of
their use — in environmental, conges-
tion and accident costs.

However, both the demand for movement and the
efficiency with which movement resources can be pro-
vided and operated are influenced directly by the form
of the land use structure the movement system is in-
tended to serve. In South Africa’s rural and urban
areas, including those of the Western Cape, the in-
herited land use structure and disposition has given
rise to separation and segregation which, in the words
of the RDP, have “left deep scars of inequity and eco-
nomic inefficiency, with large sections of society struc-
turally impoverished and disadvantaged”.

To redress the inequalities and inefficiencies of the
past, including those affecting both the land use and
the transport systems, will require a substantial effort
of reconstruction and development, based upon an in-
tegrated, coherent socio-economic policy framework
as envisaged in the RDP. The people of the Western
Cape deserve no less.

Foreword

The Provincial Transport White Paper
is the result of the collaboration and in-
volvement of communities, politicians,
organisations and statutory bodies
throughout the Western Cape, and was
approved by the Provincial Cabinet on
11 June 1997.

The Policy does not offer a quick-fix
solution. Instead it calls for a meaning-
ful transformation.

It is my sincere wish that this docu-
ment will provide an increased aware-
ness of the transport problems facing the Western
Cape and will make a significant contribution to the
way such problems and issues are addressed and re-
solved.

I wish to thank all stakeholders in the civil society,
organizations and indeed every individual who partici-
pated throughout the life of the development of this
policy and who provided valuable input.

I ask that we all continue with this spirit of working
together during the implementation stages.

Leonard Ramatlakane
MEC: Department of Transport and Public Works
Western Cape

White Paper on Western Cape Provincial Transport Policy






Introduction

The distribution of activities and allocation of
resources in the Western Cape has entrenched struc-
tural dependency and impoverishment resulting in
settlement patterns characterized by inefficiencies
and inequities. Their form and structure impose
unnecessary and avoidable costs on all inhabitants,
especially the poor. In rural areas, where settlements
are more dispersed and are essentially dependent on
agricultural production, impoverishment and depen-
dence are endemic, with many people trapped in a
cycle of poverty and thereby denied access to enable
even the most basic of human needs to be satisfied.

In many areas, both urban and rural, people are
mobility-deprived because of inadequate public trans-
port and are unable to access even the most basic
facilities on a regular basis. Other people are trans-
port-disenfranchised and could not afford to use public
transport even if it were provided. Under such circum-
stances people become isolated and insular, cut off
from other people, opportunities and information.
Even in large urban areas, public transport services
are seen by many to be inconvenient, unreliable and
unsafe, offering limited choice, particularly for non-
work trips as there are very few evening, night-time or
weekend services.

A different set of concerns arises from growth in pri-
vate vehicle usage. This has resulted in rapidly
increasing congestion in urban areas, causing delays
to all road users, private and public alike, and is result-
ing in an increase in environmental deterioration,
especially in metropolitan Cape Town. This conges-

In many areas people are mobility deprived because of inadequate
public transport.

The province is generally well endowed with movement resources.
There is an extensive main road network joining all the major
centres.

tion has led to pressures to expand the capacity of the
road system. However, this has the concomitant risk of
entrenching the inefficient and inequitable land use
arrangements which gave rise to the particular growth
in traffic demand in the first instance, thereby perpet-
uating structural dependency and impoverishment.

Despite these problems, the Western Cape is gener-
ally well endowed with movement resources. There is
an extensive main road network joining all the major
centres and a relatively dense network of gravelled
roads joining rural settlements and farms. In the met-
ropolitan area, there is a well-developed arterial road
system and an established rail system. Road-based
public transport services are provided by a large fleet
of buses and minibus taxis. These movement
resources represent a major investment in public infra-
structure, essential for the economic well-being of the
Western Cape, the quality and integrity of which must
be adequately protected and maintained.

However, a major problem in the Western Cape is
not the undersupply of transport facilities but the rela-
tive inefficiency and ineffectiveness with which serv-
ices are provided and operated. Inadequate and poor
performance are evident across a range of activities,
including operational and strategic planning, accident
prevention, public transport planning and operations,
policy co-ordination, law enforcement, funding and
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Growth in private vehicle usage has resulted in increasing
congestion in urban areas.

subsidization. The result has been a transport system
which is in disarray. Responsibilities are badly frag-
mented and there is no coherent policy to address the
many different issues. Unless all these major issues
are comprehensively addressed, transport will remain
inefficient and far from realizing the system'’s full
potential.

The promulgation of this White Paper on Transport
Policy in the Western Cape is intended to redress exist-
ing imbalances and to provide a new sense of direction
and purpose.

The declaration of public policy has profound impli-
cations. It commits a particular level or branch of gov-
ernment to a specific course of action that will deter-
mine priorities and form the basis for the future
expenditure of public funds. Consequently, it informs
other stakeholders, allowing them to position them-

Introduction

selves to take advantage of the more positive aspects
of policy and to minimize any possible negative conse-
quences it may have for them.

Public policy is essentially hierarchical in nature,
not vested solely in one level of government. With the
devolution of responsibilities as stipulated in Sched-
ules 4 and 5 of the Constitution, and as will be
informed by any future Land Passenger Transport Act,
it is important that each level of government declare
policy consistent with its role and functions and area
of jurisdiction, responsive to its own particular needs
and circumstances, and those of its various constitu-
encies.

It is intended that the policies of a higher level of
government should guide and constrain the policies of
a lower level of government through the legal and fis-
cal mechanisms that govern such relationships.
Within this context, policies at the lower levels of gov-
ernment become increasingly detailed and specific
and are successively contained within the policies of
higher levels of government.

With the adoption of the national Transport White
Paper by the national cabinet, overall policy direction
has been established. The intention of the provincial
Transport White Paper is to build on this foundation
and to provide greater detail of specific intentions
responsive to the needs and opportunities in the West-
ern Cape, and recognizing current and future compe-
tencies assigned to provinces and other spheres of
government under the Constitution.



Vision and Mission Statements

The main thrust of this policy document is summa-
rized in these vision and mission statements.

Vision

An integrated, accessible, well managed and main-
tained transport system throughout the Western Cape,
which is recognized as making efficient use of
resources and being socially just, in a way that
advances broader developmental aims and objectives.

Mission
To utilize available knowledge, skills and competence
to advise and assist transport authorities throughout

the Western Cape to realize their aims and objectives
by:

* promoting a unified transport culture and ethic
which is characterized by excellence and profes-
sional competence and which respects and is
responsive to broader public needs and require-
ments;

* ensuring that appropriate capacity and capability is
established in all transport authorities so that they

become fully competent to fulfil assigned transport
roles and functions;

* guiding and informing all planning authorities to
ensure that the products of strategic planning initi-
atives meet declared provincial standards and
requirements; and

* defining minimum acceptable operational stand-
ards and requirements to which the various aspects

of the transport system should conform.

Modal interchanges, as part of an overall development framework,
become an important focus for local economic activity.

White Paper on Western Cape Provincial Transport Policy
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Key Principles and Propositions

Background

An essential principle of the RDP is the need for an
integrated and sustainable programme aimed at
redressing imbalances, increasing people’s abilities
and skills, and enhancing human dignity. This can be
achieved only by adequate co-ordination between var-
ious sectoral policies, using all available resources in a
coherent and purposeful way to achieve a common
aim.

It changes the nature of sectoral policy, such as
transport, from pursuing its own, often narrow and
inward-looking agenda, to becoming a tool which is
used in the attainment of broader development policy.
Consequently, sectoral policies become subservient to
broader development needs and truly become the
agents for development. The transport policy debate is
broadened from current considerations of economic
and operational efficiency to the particular role trans-
port should play in the attainment of specific recon-
struction and development strategies and the realiza-
tion of spatial development policy. This ensures that
transport investments are developmentally effective
and justified in relation to the opportunity costs of
investments in other sectors. Accordingly, the empha-
sis changes from a planning process which is product-
driven within sectors, to one which is programme-
driven between sectors, with a unified vision and com-
mon objectives to which all sectors subscribe for each
programme.

Discriminatory practices against groups such as women and the
disabled must cease, and their special needs must be addressed in
all transport plans and programmes.
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The skew development between rich and poor, urban and rural,
advantaged and disadvantaged, undermines our society.

This remains the essence of emerging provincial
transport policy: transport must no longer be seen in
isolation, but as a means to an end, namely the attain-
ment of broader development aims. Unless essentially
interventionist policies are adopted, inequities and
inequalities will be perpetuated and the majority of our
people will remain committed to a life of structural
impoverishment and dependency. This cannot be
allowed to happen.

Key principles

If this broader development agenda is to be realized,
transport policy must be based on the following key
principles.

Establish a role for transport in employment creation. The par-
ticular transport policy adopted will have a major influ-
ence on employment creation — directly, through
employment generated, particularly within road-
based freight and public transport sectors, and indi-
rectly, through access provided to land and income-
generating opportunities and the resultant develop-
ment response. Both are susceptible to manipulation
and can have a major bearing on the developmental
‘well-being’ of an area.

Assess the distributional effects of transport programmes. The
skew development between rich and poor, urban and
rural, advantaged and disadvantaged, undermines our



society. To achieve greater equity and accessibility in
the provision of public goods, particularly relating to
intended transport investment programmes, it is
important that both the direct and indirect impact of
transport programmes are fully explored. The actual
beneficiaries of such programmes should be identified,
and the nature and extent of benefits each realizes
should be made explicit to avoid the perpetuation of
inequalities and underdevelopment. Discriminatory
practices against specific groups, such as women and
the disabled, must cease, and their special needs must
be identified and addressed in all transport plans and
programmes.

Increase productive potential in the transport sector. There are
two related dimensions — increasing the appropriate
and efficient use of currently available movement
resources, and mobilizing and empowering emergent
transport skills and capacity, particularly from within
previously disadvantaged communities. The first is
essentially technical, including both operational and
spatial considerations, and the second is people-cen-
tred, aimed at developing and sustaining the capacity
of communities to respond to their own movement
needs and requirements. Increasing the power of com-
munities to control resources they themselves pro-
duce, for the benefit of those who need them most,
requires careful support and encouragement. How-
ever, it has the potential of creating substantial
improvements at minimal cost, particularly among the
most seriously disadvantaged and marginalized.

Establish accessible, supportive and responsive administrations.

The RDP is a people-driven process in which the vari-
ous levels of government act as enabling instruments
in the realization of the legitimate aims and aspira-
tions of the people. For transport to fulfil its appropri-
ate role, all levels of government involved directly or
indirectly with transport must be responsive to the
needs of the people. Progress in the establishment of
appropriate structures should be maintained to ensure
that government bodies are aware and informed of
community transport needs and become actively
involved in their realization. In addition, given the seri-
ous backlog in transport service provision, and the
need to deliver at scale, the management and imple-
mentation capacity of all levels of government must be
significantly enhanced.

Use provincial monies, through the provision of services and subsi-
dies, to benefit the poor. The provision of movement
resources, particularly road space provision, has satis-

fied principally the movement requirements of a
minority who enjoy high levels of personal mobility.
Public transport provision has been a secondary
requirement, motivated primarily by the need to pro-
vide a minimum level of mobility to satisfy the labour
needs of a developed industrial and commercial sec-
tor. The result has been urban and rural systems that
often fail to meet even the most basic access require-
ments of the poor. In future, a more appropriate bal-
ance must be sought between protecting existing
resources and meeting basic needs in ways that stim-
ulate growth, development, reconstruction and redis-
tribution to the benefit of all.

Set transport prices at appropriate and realistic levels, consistent
with the aims of restructuring and redistribution. A key issue is
the way in which transport prices and user charges are
set. The determination of appropriate transport prices
is an essential component of spatial restructuring and
should therefore be an integral part of transport policy
at a regional level. Current pricing bears little relation-
ship to current economic or social reality. A more rig-
orous basis for determining prices is required which
needs to be clear and explicit, based not only on eco-
nomic considerations but on social justice and need,
and should form an essential element of an overall
development programme. A general principle is that
those able to afford it should meet a greater proportion
of the direct costs of transport, both economic and
social, and that subsidies and grants should be
retained primarily for those who need them most: the
poor and disadvantaged.

Ensure that decision-making is truly participative and democratic.

The link between democracy, development and a peo-
ple-centred approach to government is firmly
entrenched in the RDP. Development occurs when
government is closest to the people and is supportive,
encouraging and enabling. To maximize development
potential requires not only the decentralization of deci-
sion-making and the participation of people in deci-
sions that directly involve or affect them, but a clear
understanding of the distinct roles and responsibilities
of the various tiers of government. The provincial
Department of Transport and Public Works must there-
fore distinguish between decisions that are rightfully
its prerogative, and those of other tiers of government,
to ensure that all decision-making at all levels is inclu-
sive and participative and to help build capacity to
enable the transportation and development responsi-

bilities of each to be competently discharged.
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Main propositions

Based on these key principles, there are six main prop-
ositions on which provincial policy is founded and
which will guide the provincial Department of Trans-
port and Public Works in the role which it intends to
play in transport matters in the province. These propo-
sitions are reflected in the following statements of
intention.

Establish strong policy direction and guidance. A clear trans-
port culture and ethic will be established throughout
the province, founded on explicit principles and val-
ues, and responsive to public needs and requirements.
These will guide and inform local planning initiatives.
The provincial Department of Transport and Public
Works will take the lead in defining such principles
and values, in establishing an appropriate culture and
ethic, and in ensuring their consistent application. It
will become a learning organization, continually
adapting and responding to changing opportunities
and needs and always seeking to respond appropri-
ately. Effective channels will be established to ensure
the transfer of knowledge and information between
the various tiers of government.

Provide for the maximum delegation of powers and functions. 1t is
important that there is sustained progress in realizing
both national and provincial policies within the con-
text of the Constitution and other relevant legislation.
The way in which these policies will be refined and
extended, the particular strategies that will be
adopted and the plans and programmes that will be
proposed are local matters and it will be the responsi-
bility of each transport authority to prepare formal
transport plans and programmes in response to local
needs and priorities.

Build capacity and capability in third-tier government structures.

Where third-tier authorities require the capacity to
undertake delegated technical aspects of transport

Key Principles and Propositions

powers and functions, technical assistance and sup-
port will be provided by the provincial Department of
Transport and Public Works to enable appropriate lev-
els of capacity and capability to be developed.

Adopt management-intensive rather than capital-intensive pro-
grammes. The emphasis for the immediate future will be
placed on first making the best use of available
resources. Major additions to the transport system will
be considered only if in accord with overall develop-
mental objectives. There is ample scope for improving
both the performance and productivity of almost every
aspect of transportation through organization and
management. Achieving optimum performance of the
considerable transport resources currently available,
will take precedence.

Ensure that all transport actions are development-based. Trans-
port plans and programmes will always be linked to
broader reconstruction and development aims, seek-
ing to increase economic growth, redress existing
imbalances and inequalities, and be responsive to
public needs.

Make transport part of an integrated planning process. All trans-
port plans must recognize the strategic relationship
between transport policy and the spatial manifesta-
tions of development policy. This determines the over-
all demand for movement; the degree of efficiency
with which such demand can be met; and the need for
additional investment in resources and infrastructure.
In the move towards greater sustainability, targets will
be established for the growth in movement, particu-
larly during peak periods; the degree of utilization of
available movement resources; and the preferred
transport intermodal mix. This will be underpinned by
the appropriate management of transport infrastruc-
ture and facilities to minimize the need for additional
investment.



Aims and Objectives

The overall aim is to restructure the transport system
throughout the province to make it efficient, effective
and sustainable. The priority is to achieve minimum
acceptable standards of service provision and opera-
tional performance, but this must be reconciled with
the need for fundamental change in the location and
intensity of spatial development both in urban and in
rural areas. This will require the establishment of
appropriate organizational and institutional structures
at all levels of government that have the necessary
competence, capability and capacity.

The strategic objectives listed below are based on
the National strategic objectives. They have the inten-
tion of establishing values and direction for Provincial
transport policy.

¢ Use transport policy and practice as strategic
instruments in achieving growth, development,
reconstruction and redistribution throughout the
province.

* Integrate transport policy with other sectoral poli-
cies in a programme-driven approach to reconstruc-
tion and development.

* Reduce existing inequalities in access to opportu-
nity through the use of transport, as well as spatial
development policy instruments.

¢ Significantly increase the utilization of available
transport resources such as existing road space and
public transport rolling stock, both by spatial
restructuring and by operational improvements.

* Encourage the provision of appropriate organiza-
tional and institutional structures at all levels of
government which are able, efficiently and effec-
tively, to undertake the planning, management,
operation, implementation, funding, regulation and
law enforcement of the land passenger transport
system.

¢ Ensure that the necessary mechanisms are estab-
lished to provide adequate co-ordination between
various levels of government.

* Increase the accessibility, responsiveness and
accountability of transport administrations and
service providers to public demand.

* Place all aspects involved in the planning, manage-
ment and operation of land passenger transport on
a sound professional and ethical basis.

¢ Ensure that all processes are transparent and inclu-
sive, involving all stakeholders, including various
levels and departments of government, as well as
civil society.

* Respond to specific user requirements and needs,
including the young, the old, women, the disabled,
as well as other special categories of users.

¢ Allocate financial responsibilities between various
levels of government in an efficient and equitable
manner, consistent with the role and responsibili-
ties of each.

* Provide a dedicated source of funding to meet pro-
vincial obligations in the provision, maintenance
and operation of infrastructure and public transport
services.

¢ Hstablish additional funding sources for use by dis-
trict and local transport authorities.

* Protect the existing investment in transport infra-
structure and resources through appropriate and
timeous maintenance effort.

¢ Establish targets in the larger urban areas for con-
taining growth in private vehicle travel, particularly
for the journey to work.

* Hstablish modal split targets in the larger urban
areas.

¢ Introduce consistent and compatible monitoring
and review systems between various levels of gov-
ernment to facilitate information flow and feed-
back.

* Improve user choice by encouraging the provision
of viable and affordable public transport services.

Protect the existing investment in transport infrastructure and
resources through appropriate and timeous maintenance effort.

0,
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Encourage the establishment of multifunctional
transport services in marginalized areas, to meet
the requirements of travellers, social and govern-
ment service providers, producers and manufactur-
ers.

Provide active support to local organizations in pro-
viding, operating and maintaining additional trans-
port capacity outside the formal sector.

Establish partnerships between each level of gov-
ernment and the public transport industry to foster
growth, development, reconstruction and redistri-
bution of opportunities in the industry.

Promote growth and stability in the public transport
industry, facilitating investment and providing job
security.

Aims. and Objectives

Substantially improve public safety and security on
all public transport services, especially with regard
to vulnerable groups such as women, children, the
elderly, disabled and tourists.

Substantially improve road safety through engineer-
ing improvements, the consistent enforcement of
traffic rules and regulations and through road user
training and education.

Provide all necessary facilities and resources to
ensure that the road freight industry conforms to all
legal requirements, and rigorously and consistently
enforce such provisions.

Maximize energy conservation and minimize eco-
logical impacts to be responsive to achieving envi-
ronmental sustainability.



Comprehensive Integrated Planning

Background

There are three basic levels within which comprehen-
sive, integrated planning should occur:

¢ within the transport sector itself;

* between transport and spatial planning, land use
being the major determinant of movement demand,
and

* between transport and development planning, to
achieve broader reconstruction and development
aims.

In the past there has been inadequate comprehensive,
integrated planning at any of these levels. Transport
planning activity has largely concentrated on the pro-
vision of new infrastructure with insufficient attention
being given to the better management of existing
resources or improved operational performance of pub-
lic transport. This has resulted in generally poor per-
formance in many aspects of the transport system, and
the dominance of issues associated with private vehi-
cle mobility.

Integration between transport and spatial planning
has never occurred because of the inability to engage
with the underlying political dimensions of many land
use decisions and a failure to grasp the complicated
macro-issues associated with the functioning of such
a complex system. In addition, the fragmentation of
responsibilities within and between spatial planning
and transport planning agencies has given rise to a
land use/transport system which is far from economic,
efficient or effective. Due to the priority and impor-
tance given to land use decisions, transport is treated
solely as a derived demand, and consequently the per-
formance of the transport system has been essentially
reactionary and has never been capable of being opti-
mized. Because of these characteristics, anticipated
economic and population growth in urban areas will
seriously compromise the situation still further.

Integrated, comprehensive planning must now
occur within a broader reconstruction and develop-
ment vision. It must extend beyond spatial restructur-
ing (important though that may be) and include all
those factors associated with meeting basic needs
such as job creation, housing and infrastructure provi-
sion. Investments in the transport sector must be inte-
grated with other sectoral investments in an appropri-

ate and well-structured development programme. In
addition, planning must recognize the new reality:
that is, the importance of establishing people-driven
processes that are genuinely inclusive and empower-
ing, and that all levels of government must respond to
people’s development needs and aspirations.

Policy statements
Integration within the transport sector
Issue

It is important that transport policy development is
both comprehensive and cohesive; that is, that strate-
gic, reasoned decisions on all the interrelated trans-
port policy aspects evolve together and are assessed
collectively. In general, transport policy development
has not been cohesive. Policies on infrastructure
investment programmes, public transport planning
and operations, and urban transport matters have
evolved separately and to varying extents, often with
no clearly defined links or broader relationship
between them.

Policy

Transport policy must result in a single, comprehen-
sive and integrated programme with mutual support
and internal consistency between all transport varia-
bles. The key dimensions of integrated transport are
listed below.

¢ Balancing the need to improve the operational effi-
ciency of the existing transport system with the

Insufficient attention has been given to improving public transport
facilities.

White Paper on Western Cape Provincial Transport Policy
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need for investment in additional transport infra-
structure.

¢ Identify the various modal options; establish the
preferred modal split; and improve the range and
quality of public transport services available.

* Determine appropriate pricing levels within the
transport market, particularly the use of pricing
instruments and other travel demand management
techniques to restrain the growth in travel by pri-
vate car and to encourage a shift to public trans-
port.

* Reconcile the need for investment in transport
infrastructure and financial support for other opera-
tional and management measures with available
financial resources.

All transport plans must demonstrate that the pro-
posed course of action has resulted from such a rigor-
ous assessment of the various mix of transport policy
instruments available.

Co-ordination within the transport sector
Issue

Besides the need for policy integration between sec-
tors within each level of government, there is also need
for policy co-ordination within the transport sector
between all levels of government. The intention is to
ensure consistency and agreement between them in
order that the full resources of government can be
brought to bear on major initiatives, and to clarify the
role and contribution each level of government is
expected to make. MINCOM co-ordinates transport
matters between national and provincial govern-
ments. This committee comprises the MECs in charge
of transport in each of the nine provinces, in conjunc-
tion with the national Minister of Transport. Technical
co-ordination between national and provincial govern-
ments is handled by the Committee of Land Transport
Officials (COLTO) and its various subcommittees.

Policy

The intention is to replicate the above structure in the
Western Cape, so as to bring together provincial gov-
ernment and third-tier government to discuss matters
of common interest.

A provincial Transport Committee (PROVCOM) is
to be established. It will be chaired by the MEC: Trans-
port and Public Works, and political representatives of
third-tier government throughout the province would
serve on it.

Also envisaged is a provincial Transport Technical
Committee (PROVTECH). This will be chaired by the

Comprehensive Integrated Planning

Deputy Director-General of Transport and Public
Works (or his representative), and its members will be
technical representatives of third-tier government.

It is through these two structures that co-ordination
on transport matters between the various levels of gov-
ernment will be achieved within the Western Cape.
The provincial Department of Transport and Public
Works will provide strong direction and guidance on
the nature of the transport policy it intends to pursue
throughout the province. It will prepare overarching
plans and programmes which it will integrate with
other sectoral policies through provincial Interdepart-
mental Committees and the provincial Development
Council. Regional, district, metropolitan and local
transport authorities will prepare transport plans in
response to these policies, plans and programmes,
which will be integrated with broader developmental
frameworks through both the local interdepartmental
committees and the relevant development councils
and development forums.

Integration between transport and land use
Issue

There is a direct relationship between transport and
the form of the land use structure. The demand for
movement is a reflection of the spatial distribution of
land use activities while the availability of transport
facilities is a primary determinant in the location and
nature of development opportunities.

While large-scale improvements are needed in the
operation and performance of the transport system, it
is just not possible to bring this about through inter-
vention in the transport system alone. This would be
unaffordable and would merely perpetuate the exist-
ing inefficient and inequitable land use system which
has generated such a distorted and unsustainable pat-
tern of movement demand in the first instance.

Policy
Strategic consideration of the relative roles of trans-
port and land use is required to establish efficient,
effective and equitable urban systems. The relation-
ship must be firmly described and defined in sufficient
detail to guide and control both the spatial distribution
of land use activities and transport decision-making.
To produce a transport system which is truly effi-
cient, viable and affordable, and is sustainable into the
future, it will be necessary to adopt policies on con-
tainment, densification and mixed land use, leading to
a fundamental restructuring of the land use system in
order to reduce the demand for movement. In addition,
appropriate legislation will be established at the
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Comprehensive, integrated planning should occur between
transport and development planning, to achieve broader
reconstruction and development aims.

national and provincial levels to ensure that transport
and spatial development are integrated and that land
use development proposals are subject to an approved
land use/transport policy framework. The Department
of Transport and Public Works will not be party to land
use decisions which are not in conformity with such
policy framework.

Integration between transport and development planning

Issue

In the past, the various levels of government have
essentially been concerned with ‘service delivery’;
that is, the provision, operation and maintenance of a
number of ‘service systems’ such as infrastructure
(transportation, water, sewerage etc.), the administra-
tion of land use planning regulations and controls, and
the provision of such basic services as refuse removal.
However, the aims and intentions of the Reconstruc-
tion and Development Programme have focused atten-
tion on the urgent need to prioritize social, economic
and environmental development functions which
were historically outside the perceived role of third-tier

government.

With the allocation of responsibility to provincial
and third-tier government to engage with issues of
growth, development, reconstruction and redistribu-
tion, the context within which service delivery should
occur has changed considerably. It necessitates the
establishment of integrated, coherent socio-economic
policy frameworks at all levels of government. These
frameworks must result from planning procedures
which are genuinely democratic and participative.
Within this context, the various aspects of ‘service
delivery’, of which transport forms a part, are viewed
as the strategic instruments to be used in the attain-
ment of far broader reconstruction and development
aims, not as ends in their own right. It requires the
crafting of a development strategy and programme
where all the required sectoral instruments are inte-
grated into a developmental whole.

Policy

A partnership between each tier of government and
civil society will be established in the development
and execution of policy that recognizes the various
needs and aspirations of all stakeholder groups, and
attempts to reach consensus through co-operation and
compromise. This will enable comprehensive, inte-
grated planning to occur, and allow issues of equity,
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efficiency and sustainability to be openly addressed

and acknowledged within the planning process.

However, it will remain the responsibility of each
level of government to develop sectoral policies and,
through the relevant Interdepartmental Committee
and Development Council structures, to ensure inte-
gration between these policies so that a coherent
development framework can be produced. The appli-
cation of such policies, the plans and programmes
which are drawn up, together with priorities and
budget allocations, should respond to the recommen-
dations of the relevant Development Council or Devel-
opment Forum.

Comprehensive Integrated Planning

The development and execution of transport policy
is an integral part of this process, and appropriate
organizational structures, based on the recommenda-
tions of the Provincial Development Council Act, will
be developed at both the second and the third tiers of
government to ensure that this occurs. Although final
political responsibility for the development and execu-
tion of policy will remain within government struc-
tures such as provincial, metropolitan, district, local
and rural councils, provincial support for proposed
transport improvements will depend on whether the
relevant Development Council or Development Forum
was consulted and whether the proposals form part of
a fully integrated development programme.



Transport and Urban Development

Background

An urban system is extremely complex, with social,
economic and environmental dimensions. In any spe-
cific urban area there is an inherently stable relation-
ship between these dimensions, and this has a direct
bearing on the way the urban system operates and
how productive it is. No matter how efficient or ineffi-
cient, how equitable or inequitable, how effective or
ineffective the system is, this stability makes it
extremely difficult to change. To do so requires
planned intervention involving the reassessment of all
policy variables — regulatory, pricing and investment
— which are able to influence change in the spatial
distribution of land use activities and the performance
of the transport system as well as the relationship
between the two.

If intervention is to achieve the desired results,
there must be a thorough understanding of the often
difficult and complicated problems and issues con-
fronting the urban areas of the Western Cape. Also, it
is of fundamental importance that there is agreement
on the broader development principles, and internal
consistency between these principles and spatial
development and transport aims and objectives. The
specific role of transport in improving current condi-
tions should be established in terms of the agreed
development principles through the process of com-
prehensive, integrated planning referred to earlier in
this White Paper.

There are a number of structural problems related
to the existing urban land use disposition which have
produced generally low-density residential develop-
ment and urban sprawl with opportunities largely con-
centrated in, or adjacent to, the more affluent and priv-
ileged areas. The majority of the urban population,
especially the poor, live in remote areas with few eco-
nomic opportunities or social amenities. This distorted
and inequitable spatial development and economic
structure favours growth in existing well-resourced
areas and fails to produce sustainable economic
growth of the magnitude necessary in the impover-
ished areas.

As a result many serious transport problems are evi-
dent, of which the following are of particular concern.

While most evident in the metropolitan area, they are
present to some degree in all the main urban areas.

¢ The concentration and distribution of urban activi-
ties entails long journey distances and unbalanced
flows on the transport system. Congestion occurs
on certain parts of the movement system, but gen-
erally the overall system is underutilized. The cost
to society in providing for movement is much higher
than necessary, and is experienced by the operator
of public transport, the supplier of infrastructure,
the transport user and also the non-user of trans-
port, particularly through environmental and sever-
ance costs.

* The rapid growth in travel which has occurred in
the last 10-20 years has resulted in a significant
environmental burden; a major increase in motori-
zation rates and liquid fuel utilization; and a signif-
icant deterioration in the performance of the urban
road system, with significantly increased levels of
congestion.

* A major shift has occurred in the composition and
performance of the public transport system (both
between modes and within modes), with a pro-
nounced change from rail and bus to minibus taxis.
The public transport system is considered by the
public at large as poor, inconvenient, unsafe, costly
and limited, falling far short of socially acceptable
standards.

The majority of the urban population live in remote areas, resulting
in long journey distances, and usually no protection from the
weather.
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* Unrestrained growth in the use of private vehicles
has contributed to the deterioration in the quality
and performance of the public transport system,
and has contributed to a reduction in its market
share.

¢ There is considerable fragmentation and division of
responsibilities for planning and management of
the overall transport system. A plethora of authori-
ties and agencies, from private companies to a
range of agencies at various levels of government
and in different departments are involved, leading
to inconsistency, overlap and confusion. Many of
the problems identified in the national policy frame-
work are attributable to this organizational disar-
ray. These include fragmented legislation, frag-
mented responsibilities, lack of comprehensive
planning, regulatory deficiencies and lack of fund-
ing in the public transport market, and inefficient
subsidy policies.

The subsequent portions of this section address the

issues related to the first four of these problems. The

issues pertaining to the institutional structures are
addressed in a later chapter.

Policy statements: spatial development
considerations

General principles of urban restructuring

Issue

There is need for fundamental reform centring on
urban restructuring and the attainment of an efficient
and effective urban system as the main requirements
of future urban policy.

Private car use will be discouraged, particularly during peak
periods.

Tranéport and Urban Development

Policy

The Department of Transport and Public Works will as-
sess land use/transport policy frameworks and urban
transport plans on the contribution they make to urban
restructuring, and will allocate financial and other
support only if the following principles of urban re-
structuring are satisfied.

¢ Growth should be oriented away from the periphery
of the urban area towards the middle, concentrat-
ing growth at certain strategic sites and along cer-
tain corridors.

¢ Higher-density development should be promoted.

¢ Functional efficiency should be promoted.

* Strategically located land should be more efficiently
utilized.

* Mixed land use should be promoted.

* Appropriate transport routes should be used as key
structuring devices to promote accessibility, inte-
grate areas, and establish development opportuni-
ties.

¢ Public transport must play an essential role in the
structuring process and in meeting the majority of
movement needs.

An underlying urban development vision
Issue

There is a need for a unifying aim or vision to be
declared for each urban area, based on commonly
agreed principles and values, and expressed as a set of
policies and strategies.

Policy

The vision statement will constitute the urban devel-
opment aim for the area and will guide and co-ordi-
nate sectoral policy, including transport. The declara-
tion of an agreed urban development vision is an
essential and necessary component of all urban trans-
port plans submitted for approval. The vision should
derive from dialogue between each of the various lev-
els of government and civil society.

The role of transport policy in job creation

Issue

One of the overriding considerations in any urban
development policy is the creation of jobs. Urban
transport policy can have a significant impact on
employment creation, by creating jobs directly within
the transport sector itself, and indirectly because
transport improvements bring development opportuni-
ties through increased accessibility and the more
effective use of land.



Policy

The generation of employment within the transport
sector will be an important consideration of provincial
transport policy. The assessment of proposed urban
transport plans will include an analysis of the net
change in direct employment in the transport sector,
and the degree to which income-generating opportu-
nities have been broadened. The extent and nature of
the changes which are anticipated to occur must be
made explicit in all plans submitted for approval.

The use of transport routes as key structuring devices
Issue

The existing urban structure in all major urban areas in
the Western Cape is distorted and fragmented. The
need for restructuring and reintegration to produce
urban systems which are more equitable and efficient,
as well as better suited to the needs and requirements
of the majority of people, is generally recognized and
supported.

Policy

An integral component of restructuring and reintegra-
tion will be the promotion of development corridors
and nodes within which public passenger transport
services provide the principal means of accessibility.
Development will be discouraged in those areas cur-
rently less well served by public passenger transport
services unless such areas form part of a longer-term
strategic land use/transport plan which includes prin-
cipal reliance on public passenger transport for acces-
sibility.

Issue

While it is important that public transport should be
used proactively in establishing development corri-
dors, its role should extend to integrating areas and
establishing local development opportunities as well.

Policy

To achieve this will require the establishment of a rel-
atively dense, tertiary-order road network on which
area-based public transport services and short-dis-
tance local traffic can occur, enriching opportunities in
currently impoverished areas by integrating them into
the broader urban framework. The establishment of
development corridors integrated with such a network
of lower-order roads in each urban area where current
deficiencies exist is a key aspect of provincial trans-
port policy.

In metropolitan Cape Town the high motorization rates cause
atmospheric pollution.

Issue

It is important to achieve the optimum utilization of
existing transport resources before consideration is
given to expanding capacity. There are limits on the
rate at which the transport system can be expanded
and on the form of such expansion, and greater
emphasis must be placed on ensuring greater con-
formity between the spatial distribution of land use
activities and the carrying capacity of the various
movement resources.

Policy
The Department of Transport and Public Works will
assess urban land use/transport policy frameworks
and urban transport plans on the degree of efficiency
with which currently available movement resources
are used. The intention of such policies and plans
should be to utilize existing spare capacity as much as
possible rather than to provide additional infrastruc-
ture. They should help to locate work, shopping and
leisure activities as an integral part of residential
development, so that walking can emerge as a feasible
means of urban transport, with public passenger
transport able to satisfy the balance of journey needs.
In metropolitan Cape Town, a Metropolitan Spatial
Development Framework has been adopted by the
Cape Metropolitan Council which is based on these
principles. It is expected that this will form the statu-
tory basis for future spatial planning in the metropoli-
tan area. While the principles on which it is based and
the ideals it seeks to attain should inform all other
urban planning exercises undertaken in the Western
Cape, its proposals should not be seen as a physical
model for all applications. Sensible translation and
adaptation must take place in each area.
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The role of pricing instruments in the performance of the land
market

Issue

Urban development policies must recognize the
importance of integrating land use and transport pro-
posals into a single strategic plan. Bringing well-
located undeveloped or underdeveloped land into pro-
ductive use is of strategic importance as it contributes
to redressing existing imbalances in access to oppor-
tunities.

Policy

A suitable combination of regulatory, pricing and
investment policy instruments must be adopted to
influence the behaviour of the land use market to
ensure conformity with the land use/transport place
framework and the urban transport plan and to ensure
that the spatial distribution of land use activities
adhere to that plan. Pricing instruments which should
be used include the introduction of land use levies and
grants. The introduction of various land taxes and
grants to influence the price of land and advance the
required objectives of spatial re-ordering is necessary
to enhance the effective and equitable functioning of
towns and cities. Concurrence will be sought between
the relevant National Ministers and Western Cape
MECs.

The levies and grants could take the following form:

* A Development Tax could be imposed on all nonres-
idential developments that are inconsistent with
the aims and intentions of an approved land use
plan

* A development grant could be paid on all nonresi-
dential developments that advance the aims and
intents of an approved land use plan.

* An Undeveloped-Land Tax could be imposed on
undeveloped land strategically positioned in terms
of any approved land use plan and associated with
the establishment of development corridors or
nodes. The intentions of such a tax are to increase
the holding costs of undeveloped land; to deter land
exploitation and speculation; and to bring well-
located land into productive use.

Urban restructuring and the demand for movement
Issue

The intention of urban restructuring is to bring about a
more equitable and efficient urban system in its
entirety, encompassing social, economic and environ-
mental factors. Increased efficiency in all these
attributes will result if the demand for movement can

Tranéport and Urban Development

be restrained and more productive use made of exist-
ing movement resources. A key component of the over-
all demand for movement is the length of trip. If aver-
age trip lengths can be reduced, there is a proportional
reduction in the total requirement for movement

resources.

Policy

The Department of Transport and Public Works will
assess land use/transport policy frameworks and
urban transport plans on the contributions that land
use policies make to the reduction of average trip
length in each urban area. For those areas where the
average trip length for the journey to work is greater
than 10 km, the target will be a 20 % reduction by the
year 2010. In addition, a land use disposition must be
adopted which minimizes the requirement for addi-
tional transport infrastructure by maximizing the use
of existing spare capacity.

Policy statements: transport considerations
General principles of urban transport policy
Issue

The overall intention of the provincial transport policy
is to bring about a more effective and efficient urban
system, primarily through significant changes in
urban form and structure. Existing movement demand
should not be the primary informant for upgrading
transport facilities where it entrenches spatial ineffi-
ciency. A strategic understanding must be reached
and a balance struck between the needs of urban
restructuring and meeting existing movement needs
and requirements.

Policy

The Department of Transport and Public Works will
assess land use/transport policy frameworks and
urban transport plans on the contribution they make to
urban restructuring and will allocate financial and
other support only if the following principles of urban
restructuring are satisfied.

¢ Encourage the formation of more efficient and equi-
table land use arrangements that reduce the
growth in demand for travel.

* Make better use of existing, available movement
resources, particularly road space, rail facilities and
public transport vehicles.

* Avoid an excessive demand for investment in major
infrastructure in urban areas, except where this is
necessary to integrate new or existing areas into
the overall urban system of which they are part.



* Avoid the negative consequences of continued
unrestrained growth in private mobility.

* Pursue a ‘Public Transport First’ policy which
advances the interests of public transport over
those of private transport, improving significantly
the overall quality of public transport services avail-
able.

More productive use of available transport resources
Issue

While many less-developed areas are under-resourced
with transport facilities, the urban areas of which they
form part are relatively well endowed with major
movement resources, both road space and public
transport movement systems. However, because of the
inefficient distribution of land use activities, all such
movement systems are underutilized, resulting in low
levels of productivity and cost recovery. In addition,
there is often inadequate attention given to ensure
optimum productivity of the existing system, before
proposals are made to extend the system.

Policy

A rigorous, systematic and comprehensive approach
will be adopted in each urban area to improve
throughput on all links of the movement system by the
widespread application of transportation system man-
agement and system engineering measures. The exist-
ing utilization rates of all current movement assets will
have to be defined in all transport plans, and a specific
strategy adopted to increase utilization rates. These
strategies must be made explicit, and the specific con-
tribution urban management measures are expected
to make in improving overall traffic conditions, stated.

Approval will be withheld from any urban transport
scheme or programme which has as its primary aim
the facilitation of trips longer than the target average
trip length for the transport area. This provision will
not be applied if the scheme or programme is directed
towards integrating new areas or realizing strategic
reconstruction and development objectives. Improve-
ments can be considered where the primary intention
is to improve system utilization, that is to utilize exist-
ing spare capacity inherent in the system, either by
removing a bottleneck or by the addition of a new link
in the system. The extent and distribution of the
improvement in system utilization resulting from such
an improvement should be demonstrated.

Increase in system capability should be targeted
towards improving public transport operating condi-
tions either through increasing the overall capability of
the road system by general traffic management meas-

ures or through strategic investment in improvements
specifically targeted at improving public transport
throughput.

Where public transport shares the same road space
as general traffic, the allocation of available road
space will be based on the principle of maximizing
person-throughput rather than vehicle-throughput.

Restraint on private car use, particularly during peak periods
Issue

There has been a rapid increase in the use of private
motor vehicles, particularly during the peak periods,
with more trips and longer journeys occurring in most
urban areas. This has resulted in a rapid increase in
fuel utilization and ever-worsening journey conditions.
In metropolitan Cape Town this growth in trips and
longer journeys has resulted in a rapid deterioration in
environmental conditions, particularly atmospheric
pollution. These high motorization rates have also
impacted negatively on the performance of the road-
based public transport system in the metropolitan
area, increasing operating costs and decreasing its
attractiveness. However, by world standards there still
remains considerable scope for increased car owner-
ship — current levels may double within the foreseea-
ble future. If the vehicle growth rates of the 1980s are
retained throughout the 1990s, total vehicle volumes
will have increased by a further 50 % by the turn of the
century, with the total number of cars having doubled
in less than twenty years.

This will have a very negative impact on road net-
work performance in most major urban areas with far
higher private vehicle usage and higher levels of con-
gestion and a significant reduction in operating
speeds. This will result in an untenable position unless
informed intervention takes place now and a measure
of sustainability is achieved.

International experience has shown that an appro-
priate and rigorously enforced parking policy is one of
the most effective measures in restraining growth in
the use of private vehicles in urban areas and for
encouraging greater use of public transport. It is antic-
ipated that additional measures may be necessary
over time such as access restriction for private cars,
road pricing and area licensing.

The proposed parking policy must be consistent
with the required modal split, the provisions for which
will be contained in the transport plan. An integral
component of such a plan will be the qualitative and
quantitative improvements necessary to satisfy the
needs of an expanding public transport market.
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Policy

All transport plans will include a comprehensive park-
ing policy indicating the amount of parking to be pro-
vided on a zone by zone basis, and the schedule of
charges to be adopted. This must be consistent with
the required modal split and the amount of road space
available for trips that terminate in each area. A regis-
ter of all long-term parking bays must be kept, and all
public long-term parking must be charged. In addition
levies will be imposed on all long-term parking, both
public and private, on-street and off-street. The provin-
cial Department of Transport and Public Works will
ensure that parking prices and parking levies are set at
realistic levels in terms of section 21 of the Urban
Transport Act (as amended) or any other related Act.

Alter modal split in favour of public transport

Issue

Total trips and the distribution of trip lengths deter-
mine the total demand for movement. Mode choice
determines the way in which such demand is to be
accommodated, while the land use distribution deter-
mines the degree of relative efficiency with which
movement resources can be provided. These are all

Tranéport and Urban Development

susceptible to planned intervention. It is one of the
strategic objectives of the national White Paper that
the use of public transport should be promoted over
private car travel, ‘'with the goal of achieving a ratio of
80:20 between public transport and private car usage'.
The current mode choice figure in metropolitan Cape
Town for the journey to work is 49:44:7 (public:pri-
vate:walk). The actual figures for other large urban
areas in the Western Cape are not known but are prob-
ably significantly lower, in favour of private transport.

Policy

The goal of altering modal split to achieve a greater
proportional use of public transport must be actively
pursued in all land use/transport policy frameworks
and urban transport plans. For all urban areas, the
existing modal split for the journey to work must be
determined and realistic modal split targets estab-
lished, consistent with other policy variables and with
the intent of the national strategic objectives. Progress
in the realization of the stated modal split target must
be regularly monitored and the target amended, if nec-

essary, when the urban transport plan is reviewed.



Transport and Rural Development

Background

According to the 1991 census the province of the West-
ern Cape has the second most urbanized population in
South Africa, with about 87 % of the total population
living in urban areas. It is dominated by the Cape
Town metropolitan area which has 66 % of the total
population and 71 % of the urban population. Other
urban areas account for 21 % of the total population of
the province.

Only 13 % of the total population live in rural areas.
However, this represents about 500 000 people, the
majority of whom are poor and live on farms and in
small rural settlements, remote from economic and
social opportunities and from essential public services
such as health, welfare and education. Also, the reli-
ance by rural dwellers on walking as the principal
means of transport, and the absence of separate
pedestrian facilities on rural roads, expose them to
excessively high safety risks, particularly at night.

The relative economic strength of each settlement
is a function of the degree of specialization. Given the
strong agricultural base in the Western Cape, and in
the light of increasing export opportunities, the eco-
nomic strength of rural settlements with strong mar-
ket-oriented infrastructures and resources, is likely to
grow. However, this potential must be viewed against
a general decline in the economic performance of rural
settlements throughout the province, relative to eco-
nomic growth in the metropolitan area. Among the
multitude of contributing factors, not least is the dual
demographic and economic structure which exists in
most of the settlements and the resultant system of
economic dependency which has been established.
Regulatory measures and the decline in rural manu-
facturing have resulted in an increasing impetus
towards growth in the larger urban areas.

The increasing dominance of the metropolitan area
and other major urban areas is exacerbated by the
rapid deterioration in the quality of much of the rural
road network, both surfaced and unsurfaced, which is
further isolating many rural settlements and increas-
ing rural production costs. These factors, together with
the virtually complete absence of any form of public
passenger transport service, are discouraging both

investment and settlement and inhibiting the emer-
gence of a viable economy.

Policy statements
The early establishment of a rural development strategy
Issue

The relationship between transport and development
is as important, if not more so, in rural circumstances
as in urban, due to the absolute nature of poverty, the
fragility of many existing rural systems and the scar-
city of adequate structures and organizations to take
responsibility for improving the situation. Conse-
quently, transport initiatives must be part of a broader
rural development strategy and be integrated with
other sectoral initiatives into a structured develop-
ment programme and plan.

Policy

An appropriate Rural Development Strategy for the
Western Cape will include plans for the growth and
development of small towns as one of the highest pri-
orities and will require co-operation and collaboration
between all provincial departments as well as district,
local and rural councils. It will recognize the need to
create balance in the system of settlements, and rec-
ognize transport as one of the primary instruments. It
will address local needs and nurture local initiatives,
encouraging value-added production through the
establishment of local processing industries, and facil-
itating the mobilization of the full economic capability
of rural settlements and increasing the retention of
wealth. To this end it will advance the formation of
periodic markets to encourage local production; to
strengthen the economic base; and to act as a focus for
the provision of mobile social services. It will ensure
that people living in rural areas have access to the full
range of essential public services to which they are
entitled, as well as to social and economic opportuni-
ties through which development can occur.

The provincial Department of Transport and Public
Works will actively encourage the establishment of a
Rural Development Strategy for the Western Cape, and
will assist in the production of district development
plans, if requested. District and local transport plans
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The reliance by rural dwellers on walking as the principal means of
transport, and the absence of pedestrian facilities, expose them to
very high safety risks.

will form an integral part of such development plans,
which require the approval of the provincial Depart-
ment of Transport and Public Works. Because of the
distinct and sensitive nature of rural transport issues
and the degree of support anticipated to be necessary
to encourage local initiatives, a subdirectorate for rural
transport will be established in the provincial Depart-
ment of Transport and Public Works.

Encourage a creative approach to transport provision
Issue

The transportation problems in rural communities are
numerous, but are generally characterized by remote-
ness, dependency and unaffordability. Distances to
many basic services are great, making them either
totally inaccessible or else accessible only at high
transport costs, as the supply of public transport is
restricted and a small number of service providers tend
to exploit this situation. As a consequence, even
where public transport does exist, it is often so expen-
sive, in relative terms, that inaccessibility and immo-
bility persist. In addition, because of the extent of pov-
erty and the degree of remoteness, farm workers are
often totally reliant on farmers to provide for their most
basic needs, including transport to the nearest small
town.

Policy

The vital role of transport in ensuring the sustainabili-
ty of emerging economic activity and in attaining min-
imum standards of access to public facilities is recog-
nized. It is anticipated that transport proposals will

Tranéport and Rural Development

form part of strategic approaches to development and
will be endorsed by the relevant district development
council. The support of the provincial Department of
Transport and Public Works for such proposals will
concentrate on:

* small-scale, low-capital initiatives that build
capacity and capability among existing and poten-
tial suppliers and operators of transport services;

* local organizations and structures that show com-

petence and resourcefulness;

* actions that integrate and connect isolated rural
settlements with each other and with the broader
regional economy;

* reducing the costs of transport of people and of
goods.

Imaginative use of available transport services will be
encouraged — diversity of use between different
classes of passenger and goods services characteriz-
ing success. Without compromising the current legal
competencies of other departments, consideration will
be given to a number of initiatives; for example, the
use of school buses for fare-paying passengers and the
use of municipal vehicles to assist small farmers to
convey goods to markets, and deliver seed and ferti-
lizer at marginal cost. In certain instances, subsidies
will be made available to support such local initiatives
in transport provision, providing they form part of an
integrated development programme, including the
establishment of periodic markets. This will extend to
providing financial support to other departments, such
as health, education, welfare, etc., which provide
transport services. In other instances, where no serv-
ices exist and the need for a diverse range of services
has been identified, the responsible transport author-
ity will arrange for such services to be provided by con-
tract, the contract being structured in such a way as to
facilitate the establishment of SMMEs (Small Medium
and Micro Enterprises).

The provincial Department of Transport and Public
Works will have the responsibility for ensuring that
effective rural transport infrastructure facilities,
including roads and services, are provided. It will also
be responsible for granting permission for inter-provin-
cial public transport services. The provincial Depart-
ment of Transport and Public Works will give financial
support to ensure the provision of socially necessary
public transport services.



Public Transport Planning and Operations

Background

Urban public transport problems and issues in the
Western Cape have a long history and are complicated
and diverse. They have their origins in the inefficien-
cies and inequities of the land use disposition which
makes it virtually impossible to operate a viable public
transport system at reasonable cost due to the nature
of travel demand which has to be accommodated. Low
average residential densities, long trip distances and
unbalanced flows have together resulted in low sys-
tem utilization with high costs of service provision and
low cost recovery.

The operation of public transport in the Western
Cape has never been a local authority responsibility,
having been provided by a number of privately owned
bus companies and minibus-taxi operators and, in the
metropolitan area, a state-owned rail authority. Thus,
public transport matters were relegated to secondary
concern, and the quality and extent of public transport
services available were seen as matters essentially
outside local concern or influence. Consequently,
appropriate organizational and institutional structures
were not established to take local responsibility for the
effective management of public transport and to
ensure that it was operated in the broader public inter-
est. As a result, until recently, there have been no sub-
stantive efforts to improve the overall quality of public
transport or to integrate the broader issues of public
transport planning and operations into the broader
urban transport policy debate.

These factors have given rise to a multitude of very
negative public perceptions towards public transport
relating to quality of service, costs, safety, crime,
crowding, frequency, reliability, shelter, and the avail-
ability of information. With the important role ascribed
to public transport in future urban policy making, this
isno longer acceptable and a major effort is required to
improve the situation significantly.

Central to the intent of urban restructuring is a much
expanded role for public transport through the adoption
of a ‘public transport first’ policy which gives prefer-
ence to public transport over general traffic, and at all
levels, from policy consideration to the provision of
infrastructure. The policy encourages the establish-
ment of a vastly improved and extended network of

public transport services which better address user
needs and offer a genuine alternative to private mobility
for the majority of people at prices which are affordable.

A truly viable and sustainable system will not come
about unless there is absolute commitment to this
course of action with broader spatial and transport pol-
icies being adopted which are consistent and support-
ive of this position. For a just and equitable transporta-
tion policy to be established, public transport must
become the primary determinant of urban transport
efficiency. If an urban area works well, based on the
extent, range and quality of its public transport serv-
ices, and is accessible and affordable to all, then the
urban system can be said to be efficient and the trans-
port system just.

Public transport is underfinanced and underman-
aged and is of secondary concern in the construction
of policies and the ordering of priorities. Because the
principle of sustainable transport does not rely on
demand as the sole (or even primary) basis for policy,
far greater attention must be paid to identifying the
key problems requiring solution and to deal with them
in a manner which achieves sustained, systematic
improvements. In particular, every opportunity must
be taken to improve and extend the range and quality
of public transport services available to levels which
are both socially acceptable and affordable while
ensuring financial viability within the industry.

Unless an environment is created which, in its wid-
est sense, is conducive to the establishment of truly via-
ble and sustainable public transport systems, reconcil-

Public transport in the Western Cape is under-financed and under-
managed, and every effort should be made to enhance its
performance.
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ing all policy variables to this common purpose, no
amount of change within the industry itself will produce
a system which is other than inefficient and costly.

Policy statements
The importance of planning
Issue

Public transport policies and strategies cannot be suc-
cessful unless public transport is considered as an
integral component of the land use structure and
movement system necessary to support the overall
development programme, and specifically the spatial
development programme.

Policy

For viable and affordable public transport systems to
be established and to remain sustainable, public
transport policies and strategies should form an inte-
gral part of overall developmental, spatial and move-
ment policies contained in the overall land use/trans-
port plan.

Consequently, full consideration must be given to
the incidence, and likely impact, alternative move-
ment and land use policies have on:

* the potential market share of public transport, and

* the cost of service provision.

An operational plan for public transport will be pre-
pared for each urban area detailing the various man-
agement and operational issues it is intended to
address. This will include a ‘quality charter’ which
establishes optimum service levels and ensures that
public passenger transport services are operated in the
public interest, meet agreed standards and ensure
acceptable levels of access to public passenger trans-
port services by all, recognizing the special needs of
the poor, the elderly and the disabled. It should iden-
tify the routes and services to be submitted to public
tender, and the preparation of service specifications.
The operational plan for public transport should
ensure that the proposed network of routes and serv-
ices are socially acceptable and affordable. It will form
part of the overall land use/transport policy framework
which itself will be an integral part of a broader urban
development programme.

Maximum delegation to local authorities
Issue

To be successful, planning should be comprehensive
and integrated, involving all modes of transport
together with spatial and development considerations,

Publib Transport Planning and Operations

and should be undertaken by the lowest competent
level of government. In particular, lower levels of gov-
ernment need to be equipped to accept full responsi-
bility for the operational and functional performance of
all forms of public transport in their area of jurisdiction
and to engage actively in resolving current problems
and issues and ‘growing the industry’.

Policy

National and provincial government will provide
resources and other forms of support, both to the
industry and to the various transport authorities.
Third-tier transport authorities will be equipped to
accept full responsibility for the operational and func-
tional performance of all forms of public transport in
their areas of jurisdiction. A number of ascribed pro-
vincial functions and responsibilities will subse-
quently be delegated.

The provincial Department of Transport and Public
Works will retain responsibility for establishing overall
policies, strategies and procedures and for determin-
ing appropriate norms and standards. It will also
retain the responsibility for co-ordinating the activities
of other transport authorities into an overall provincial
programme, and for assisting third-tier transport
authorities with their responsibilities. The department
will, however, retain full responsibility for public trans-
port services that cross areas of jurisdiction, for exam-
ple between regions and between provinces.

The intention is to delegate at least the following
ascribed provincial functions and responsibilities to
the metropolitan and local urban transport authorities:

* registration of all road-based public transport oper-
ators operating entirely within the specific area of
jurisdiction, with copies to the Provincial Registrar;

¢ verifying that the applicant complies with perform-
ance, safety and financial stipulations;

* granting authority to operate, subject to an
approved transport plan (permits will be issued by
the provincial Permit Board);

¢ providing business support and advice, liaison, co-
ordination, and implementing training.

The need for a gradual approach to reform in the public
transport industry

Issue

Public transport is a major strategic industry which not
only provides the means of access to employment for
about half the metropolitan work force, but provides
the sole means of mobility for a multitude of other trip
purposes such as shopping, business, recreation and



social. It is an essential service for people needing to
access medical and social welfare facilities. There is
considerable instability in the industry and it will take
much effort to restore confidence and create the con-
ditions required for growth and stability.

Policy

Because of its vital importance to so many people dur-
ing this period of change and transformation, every
effort will be made to create and retain conditions of
stability, confidence and calm, and the maintenance
of acceptable levels of service. This will be achieved
only by full consultation and involvement between the
public transport industry and each local or metropoli-
tan transport authority. Such a process will take time,
particularly in the larger urban areas, and the amount
of consistent, applied effort that will be necessary
must not be underestimated.

The programme of transformation throughout the
province will be considered in three distinct phases,
phases 2A and 2B running concurrently.

Phase 1: Conversion to the proposed system of
regulation in the form of permissions, contracts, or
concessions, but with no change to existing
operations

All existing bus and taxi operators will be required to
register with the provincial registrar. Procedures will
be developed for legalizing existing illegal operators.
Existing bus permits on subsidized routes will be con-
verted into interim contracts or into an interim conces-
sion for a network of routes. All current area-wide or
radius permits for minibus taxis will be converted to
route permits, all permits being changed to operating
permissions.

Phase 2A: Building capacity in the industry,
together with the acquisition of performance data

This will take the form of management and business
training and assistance in the development of internal
management systems such as financial control sys-
tems, to enable the minibus-taxi industry to partici-
pate in the formal system through tendered contracts.
These and other incentives will only be available to
formal, registered bodies such as companies, co-oper-
atives or associations. At the same time, all existing
bus and minibus-taxi routes and services will be
intensely monitored in order to build a comprehensive
database on every aspect of current performance —
schedules, waybills, and all relevant cost and revenue
data. This period will be coincident with the develop-

ment of the operational plan for public transport, the
preparation of which will involve all stakeholders.

Phase 2B: Building capacity at the provincial and
local levels of government

Besides building capacity in the industry itself, it is as
essential to build capacity and capability in those
organizations which will be involved in the regulation
and administration of public transport. This too, will
take the form of management and business training
and the development of internal management systems
such as financial control systems. The establishment
of appropriate processes and procedures will be neces-
sary to ensure consistency and uniformity throughout
the province.

Phase 3: Restructuring of the industry and the
implementation of the public transport plan

The plan will identify the operating and service strat-
egy it is intended to pursue, and will form the basis of
the packaging of services and the preparation of ten-
der documents. Associations will be encouraged to
form co-operatives, the underlying intention being to
transform the industry into a number of formal, well-
organized and well-structured business units. When
contracts are put out to public tender, bus companies
as well as taxi co-operatives will be able to submit ten-
ders, either separately or jointly.

The role of rail
Issue

Metropolitan Cape Town is fortunate to have a well-
established, although ageing, rail system. Every effort
should be made to enhance the performance of the
system to realize its full potential. It must be satisfac-
torily integrated into the overall movement system,
and the existing infrastructure and facilities must be
used optimally. This will require a comprehensive
modernization programme to ensure that the quality,
availability and security of the service more closely
meet existing and potential user needs and require-
ments. Any proposal to provide or extend mass public
transport services, including rail services, must be
consistent with overall development aims as well as
issues of overall operational and economic efficiency.

Policy

Provincial government will be prepared to consider
providing financial assistance for improving the utili-
zation of existing services, increasing the operating
flexibility of existing lines, and helping to realize the
full potential of the existing system. Before additional
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assistance will be considered for any proposal to
extend mass public transport services, the develop-
ment effectiveness of the proposal must be demon-
strated, together with its operational and economic
efficiency compared to a range of possible alterna-
tives.

Issue

It is anticipated that the operational responsibility for
rail services in the Western Cape will be devolved to
provincial level, but with the ownership of infrastruc-
ture and rolling stock being retained by the national
transport authority.

Policy

Following the devolution of operational responsibility
of rail services to the province, responsibility for the
operation of the metropolitan rail services will be dele-
gated to the metropolitan transport authority. Capital
investment in new rail services will be a shared
responsibility between national government and the
metropolitan transport authority after consideration of
the full range of possible alternatives at the metropol-
itan level, both within the transport market and
between the transport and land use markets, and will
respond to urban restructuring, the distribution of
opportunities and the attainment of the broader prin-
ciples of the RDP.

Operating subsidies should be on a ‘fixed formula’
approach from central government, and may be sup-
plemented by contributions from both second-tier and
third-tier government structures. Allocating financial
resources between metropolitan areas on a common,
defined basis would be seen as fair and just. In addi-
tion, it places responsibility for how the subsidy is
applied, together with the consequences for transport
and land use policies and the costs of rail operation,
where it rightly belongs — at the metropolitan level.

Restructuring the road-based public transport industry
Issue

The main problems facing the road-based public
transport industry (comprising essentially buses and
minibus taxis) in metropolitan Cape Town, are the lack
of diversity and variety in the range of services pro-
vided, and instability and violence in the minibus-taxi
industry. At present the industry is categorized on the
basis of mode, with little product or service differenti-
ation within each mode. Growth in the public trans-
port industry of the scale necessary will be unattaina-
ble unless there is increasing diversity in the range of
services provided and a broader mix of vehicle sizes

Publib Transport Planning and Operations

and capacities. The introduction of vehicle restraint
measures and increased cost accountability within the
private transport market through higher licence fees
and parking charges will significantly increase the
number of choice riders wishing to use public trans-
port. International experience has shown that road-
based public passenger transport is likely to be cost
effective and meet passenger requirements and needs
when there is product differentiation and a range of
different services are provided. Such services may use
a mix of different vehicles to meet the diverse levels of
passenger demand for quantity and quality.

Policy

Each urban and rural area will establish a basic net-
work of socially necessary services operating in the
public interest. Appropriate norms and standards will
be determined by the provincial transport authority in
conjunction with metropolitan and local transport
authorities and relevant user groups for both urban
and rural applications. This basic network will be sup-
plemented by a range of market-oriented services that
respond to the broad mix of market need. Together
with the network of socially necessary services, they
provide an area-wide network of integrated and co-
ordinated services. The requirements for each type of
service and the specific fare level which would apply
to each would be determined as part of the operational
plan for public transport. This is a form of regulated
competition between different service types which
may operate on the same route, or section of route.
Competition on a route between the same services will
not be permitted.

Broadening the service mix is based on achieving
substantial growth in public transport through greater
responsiveness to public demand. These characteris-
tics of demand are constantly changing and new
opportunities emerging. Transport authorities and

Peaple have very negative perceptions of public transport, relating
to quality of service, costs, safety, crime, crowding, frequency,
reliability, shelter and information.




operators alike must be sufficiently responsive to these
opportunities and adaptive to changes in the existing
market.

Specific support to the road-based public passenger
transport industry

Issue

The central aim of provincial transport policy is to
restructure the public transport industry and place it
on a sound operational and financial base. It encour-
ages the establishment of a vastly enriched and
diverse public transport system based on maximizing
the utilization of the existing rail system in the metro-
politan area, and significant expansion in the provi-
sion of road-based public transport services through-
out the province.

Policy

The essential contribution of minibus taxis in the pro-
vision of public mobility is recognized and is ascribed
a key role in significantly expanding and improving
the function which public transport must play in the
metropolitan area and the province generally. Pro-
jected growth in the public transport industry will pro-
vide opportunities for reducing any imbalances which
may exist in route allocation, permits and ranking
facilities. An increasingly external, business-oriented
focus with the essential aim of growing the industry
and providing a far stronger economic base will be the
primary objective.

However, the overriding intention is to establish a
single, united road-based public passenger transport
industry and to dispense with the artificial distinctions
which currently exist based primarily on vehicle size
and capacity. Rather than treating bus and minibus
taxis as two distinct modes, each subject to their own
specific regulations and controls, the entire road-
based public passenger transport industry should be

One of the problems facing the road-based public transport industry
is the lack of diversity.

encouraged to grow and develop into a single entity,
comprising a number of formal, well-organized and
well-structured business units, and subject to a com-
mon set of regulations and controls. The industry
would offer a range of service types with a broad mix
of vehicles, supplied by a number of formally consti-
tuted organizations and groupings. The aim of provid-
ing provincial support and encouragement is to assist
in bringing about this change.
A genuine partnership will be established between the
industry and the various levels of transport authority.
The partnership will start empowering and building
capacity within the industry through the provision of
specific training and the creation of specific business
skills and resources where the need is greatest. The
provincial transport authority, through the various
metropolitan and local transport authorities, and with
national support, will furnish the necessary assistance
to enable a number of services to be provided. These
benefits will only be available to those formally estab-
lished business units which are prepared to enter into
the partnership and who observe appropriate codes of
conduct.

The following services will be provided where nec-
essary:

¢ supply more and better terminals and ranking facil-
ities and establish management committees to
manage such terminals, not only in traffic terms but
in exploiting commercial opportunities which such
facilities generate;

* assist in the establishment of new routes and exper-
imental services;

* assist in the provision of service and maintenance
facilities;

¢ facilitate group insurance contracts, legal advice
and assistance;

¢ facilitate group discounts on vehicles, spares, tyres,
etc.;

* assist in the training of drivers and mechanics;

* undertake market research and public relations for
the industry as a whole;

e facilitate the provision of business skills pro-
grammes;

* assist in advertising, promotion and sales effort,
particularly through the provision of information
concerning routes, operating schedules, etc.;

* help stimulate new business development (new
routes and services, private hire, goods delivery,
etc.);

* help reduce all other input and running costs wher-
ever possible as contained in the NTTT recommen-
dations;
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There is a need for transport facilities that are properly constructed
and maintained, and that will encourage the establishment of
trading opportunities.

* establish and maintain the Provincial Taxi Office
and the Provincial Registrar.

Nevertheless, incentives alone will be insufficient to
bring the necessary regulation and control back into
the industry. It is intended that at all levels of auth-
ority, and in all areas within the provincial area of
jurisdiction there will be strict adherence to the rule of
law. It is a priority of the provincial Department of
Transport and Public Works to investigate current
legal constraints that may inhibit effective law
enforcement. If necessary, existing legislation will be
amended and extended in line with this policy to
ensure compliance and to fully equip all law enforce-
ment agencies in undertaking their responsibilities
and duties. Magistrates, together with provincial, met-
ropolitan and local traffic police will have to be trained
and empowered to implement and enforce such legis-
lation.

The role of local authorities
Issue

Ensuring the provision of a socially acceptable public
transport service has never been a local authority
responsibility in the Western Cape. However, Sched-
ule 4 of the Constitution of the Republic of South Africa
ascribes executive responsibility for municipal public
transport to municipalities under the concurrent legis-
lative and executive authority of national and provin-
cial government. As well as operational and service
considerations, this responsibility entails the provision
of appropriate infrastructure, and the introduction of
appropriate traffic management measures.

Puinb Transport Planning and Operations

Policy

Local authorities will be encouraged to make substan-
tial improvements in the viability of public transport
operations by providing priorities for public transport
vehicles, such as dedicated lanes, bus pre-emption at
traffic signals, and separate routes for the exclusive
use of public transport vehicles.

In addition, existing public transport services will
be actively promoted by strengthening their ‘pres-
ence’, principally through better bus- and taxi-stop
facilities, and appropriately liveried shelters for protec-
tion from the weather. Furthermore, on all routes, ade-
quate information will be provided at stopping facili-
ties showing, at the very least, the routes served and
the services operated. Considerable efforts will be
made to produce usable timetables for scheduled serv-
ices which include either intermediate timings or
approximate headways, as well as to provide effective
and well-designed information displays at key stops.
Services will be distinguished by the adoption of
appropriate liveries and routes distinguished by the
use of route numbers and destination blinds.

All public transport routes will be surfaced and ade-
quately maintained, not only to ensure adequate lev-
els of user comfort but to minimize the costs of service
provision. In addition, all modal interchange facilities
including bus and railway stations, taxi ranks and ter-
minals will be properly constructed and maintained,
adequate for the demand they are expected to accom-
modate. This will include adequate provision for
pedestrians and cyclists, not only at interchange
points, but also to allow safe and convenient access to
public transport routes from adjacent areas. They will
reflect an image of good design, cleanliness, conven-
ience and security. Every opportunity will be taken to
encourage the establishment of trading opportunities
at these facilities.

To pursue the ‘public transport first’ policy, every
effort will be made to increase the attractiveness of the
existing public transport services and to increase rid-
ership. This is an achievable task which will involve
significant improvements in both the quantity and
quality of available services. Long-standing issues
which have given rise to high levels of public dissatis-
faction, such as safety and security, must be resolved.
Given the necessary co-operation and collaboration
between authorities and associations and the appro-
priate allocation of authority, responsibility and
accountability to local and metropolitan transport
authorities, significant improvements are attainable.
However, a central issue is that of funding. While pro-
vincial authority may make contributions from the pro-



vincial Land Transport Fund towards the costs of pro-
vision and maintenance of public passenger transport
facilities, it is expected that local authorities will make
adequate financial provision themselves to enable
improvements of the scale necessary.

Safety and security
Issue

Concern about the lack of personal safety and security
on public transport services is a long-standing issue.
The high incidence of crime associated with the rail
system, the widespread dissatisfaction with the oper-
ating safety of minibus taxis relating to exposure to
accidents and driver behaviour, together with periodic
conflict in the taxi industry, are the aspects of most
concern to public transport users. A totally unaccept-

able situation of extreme concern has been allowed to
develop.

Policy

The incidence of violence, particularly against women,
children, and the elderly, in and around public trans-
port facilities will be addressed as a priority. As well as
a general improvement in the availability and quality
of facilities, there will be far more widespread use of
automatic surveillance equipment, such as closed-cir-
cuit television facilities, which will be supplemented
by a higher police profile and presence.

The introduction of Transit Safety and Security
Officers as a joint effort between the South African
Police Services, metropolitan and local government,
and community policing forums will be pursued jointly
by the MEC: Transport and Public Works and the
MEC: Safety and Security.
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Freight Transport

Background

Responsibility for the regulation of road freight trans-
port technically rests with the provincial Department
of Transport and Public Works through the assignment
of the Road Traffic Act. However, due to the need for
standardization as a result of its interprovincial char-
acteristics, regulations governing virtually all aspects
of road freight are determined by the national Depart-
ment of Transport. Enforcement of these regulations,
such as the licensing of vehicles, the issuing of opera-
tor permits, the transport of hazardous materials and
abnormal loads, and the enforcement of vehicle
weight restrictions does, however, rest with the pro-
vincial Department of Transport and Public Works, as
does the maintenance of infrastructure. The provincial
Department of Transport and Public Works therefore
has a substantial ability to discourage noncompetitive
and destructive behaviour.

Policy statements

Freight transport as an integral component of the overall
movement system

Issue

Freight transport plays a key role in the provincial
economy, linking markets to sources of production
locally, provincially, nationally and internationally.
Improved distributional efficiency at each of these lev-
els would make a positive impact on the province’s
competitive stance and encourage growth in the pro-
vincial economy.

Efficiency is a product of cost and quality of service.
Reliability is an important service quality. Customers
and suppliers also seek increased cost effectiveness in
the supply chain through minimizing delivery times.
While this applies at all levels of freight transport,
Cape Town harbour in particular could take greater
advantage of potential time savings. High-value car-
goes between the primary industrial centres of the
country and western hemisphere countries could
move faster through Cape Town harbour, both by road
and by rail, than through any other South African port,
provided that modal transfer and delays are mini-

Freight Transport

mized. At present, delays frequently occur and ade-
quate levels of reliability are not attained, resulting in
competitive losses and avoidable costs to society.

Policy

Both the rail and road freight industry will be encour-
aged to grow and to use available resources more effi-
ciently. To ensure the efficient distribution of goods
throughout the province, adequate road and rail infra-
structure will be provided to accommodate the
increasing growth in freight traffic and to reduce the
costs of freight transport. Specific attention will be
given to integrating the freight sector into the broader
movement systems in urban areas, in order to mini-
mize delays. In rural areas, attention will focus on the
provision of an adequate infrastructure to reduce the
transport costs of agricultural products. Particular
emphasis will be placed on encouraging the integra-
tion of road, rail and maritime transport at the Cape
Town harbour. It is envisaged that additional invest-
ment will be required to provide efficient modal trans-
fer facilities and the elimination of bottlenecks. While
this is a national responsibility, close support and
encouragement will be provided by the provincial
Departments of Transport and Economic Affairs as
well as the local business community.

Efficient and integrated road, rail and maritime transfer facilities
and the elimination of bottlenecks is encouraged at the Cape Town
harbour.




The importance of freight transport in developing countries
Issue

The provision of road-based freight services is essen-
tially white-owned and is geared to meeting the needs
of the formal, established economy — mainly the
organized business, commercial and agricultural sec-
tors. However, there is already a latent demand for
goods transport in the less-developed informal econ-
omy. This will increase substantially with the intro-
duction of mixed land use, the redistribution of oppor-
tunities and the introduction of rural development ini-
tiatives. Inadequate provision for the movement of
goods on this scale retards development, restricting
access to wider markets for local producers while
increasing input costs. The reluctance of the estab-
lished freight industry to engage in this market, with
resultant limited competition, is resulting in higher
product costs for the poorer sections of society. High
entry costs and working capital requirements, as well
as a shortage of management skills, inhibit the devel-
opment and growth of local and small-scale distribu-
tion networks.

Policy

The developmental effect of improvements in freight
transport in marginalized and economically disadvan-
taged communities will be emphasized. The provincial
Department of Transport and Public Works will assist
regional development councils and local development
forums in investigating the potential impact that
improved freight services would have on local develop-
ment initiatives. The Department of Transport and
Public Works may assist in the establishment of stra-
tegic distribution networks which are cost effective
and will address ways of stimulating the establish-
ment of local freight contractors, possibly through the
provision of financial guarantees or such other forms of
assistance as are determined by overall development
policies.

Improved enforcement of regulations

Issue

The continued growth in the road freight industry, par-
ticularly since deregulation, together with intense
competition for the more lucrative routes and prod-
ucts, and a lack of adequate controls, has resulted in
considerable vehicle overloading which is causing
extensive damage to the provincial road network.

Operators who adopt such practices are imposing very
high costs on society in terms of a rapidly deteriorating
road network and consequent increased costs of reha-
bilitation. Every action possible must be taken to elim-
inate this antisocial practice in the province.

Policy

The provincial Department of Transport and Public
Works will be the responsible body for implementing
the Road Transport Quality System and for ensuring
that appropriate standards are achieved. A national
timetable has been established for the introduction of
the RTQS and the NaTIS which the provincial Depart-
ment of Transport and Public Works will take steps to
expedite.

Vehicle weight restrictions and prohibitions on
vehicle overloading will be rigorously enforced. The
provincial Department of Transport and Public Works
will ensure the provision of adequate weighbridge and
vehicle inspection facilities throughout the province,
along with the human resources to ensure that they
are continuously operational by the responsible
authorities. A new system of penalties will be intro-
duced. Fines will be set at far higher levels to ade-
quately reflect the extent of the damage overloaded
vehicles cause. Fines for overloading will in future be
paid into a provincial infrastructure fund which will be
used to rectify the damage done by overloaded vehi-
cles throughout the province and to contribute to
meeting the costs of increased enforcement. In addi-
tion, offences will be recorded on the National Traffic
Information System (NaTIS) and operators who per-
sistently overload will have their operating permits
withdrawn. Enforcement officers will be empowered
to conduct full safety and roadworthy tests on all vehi-
cles operating in the province. Greater attention will
be given to enforcing the conditions relating to the
transport of hazardous materials. At present both the
public and the emergency services are placed at risk
by inadequate descriptions of hazardous cargoes
which hinder and delay the appropriate response in
the event of leakage or spillage. Furthermore, the pro-
vincial Department of Transport and Public Works will
collaborate with the South African Police Services to
ensure the safety and security of loads and to minimize
the risk of vehicle hijacking. This will be achieved by a
more visible enforcement presence as well as the
expansion of secure overnight rest facilities.
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Civil Aviation and Maritime Transport

Background: civil aviation

National government is the sole legislative and execu-
tive authority for domestic and international air trans-
port, aviation safety and international and national
airports. The former state airports and air traffic and
navigation services were commercialized in 1993 by
transferring the responsibility for the operation and
management of the relevant infrastructure and serv-
ices from the national Department of Transport to two
companies: the Airports Company Limited (ACL) and
the Air Traffic and Navigation Services Company Lim-
ited (ATNS). Cape Town International Airport is oper-
ated and managed by these companies. National gov-
ernment retains the sole legislative and executive
responsibility for international and national airports
unless otherwise resolved by national government to
delegate responsibility to the provinces. An Airport
and Air Space Management Subcommittee of MIN-
COM has been established to determine policy and to
set standards. Municipal airports are a local authority
responsibility as defined in Part B of Schedule 4 of the
Constitution, but national and provincial government
retain the concurrent legislative and executive author-
ity to ensure effective performance of this function by
municipalities.

Policy

A national policy on airports and airspace manage-
ment is being formulated, and in future all stakehold-
ers, including local authorities, will be consulted in the
planning of airports. Provincial interest in airports cen-
tres on their contribution through business, freight and
tourism to the provincial economy. The Department of
Transport and Public Works is keen to ensure that
facilities keep pace with anticipated growth in traffic,
and meet the requirements of an increasingly sophis-
ticated travel market. Each airport will be fully inte-
grated into the broader urban movement system, both
public and private, of which it forms part. Municipal
airports will remain a local responsibility, but the pro-
vincial Department of Transport and Public Works will
consider providing financial assistance where their
continued existence is necessary to advance the over-
all development aims of the province and is consistent
with an agreed development strategy. The provincial

Civil )Iviation and Maritime Transport

Department of Transport and Public Works will ensure
that its interests continue to be represented on the Air-
port and Airspace Management Subcommittee of
MINCOM and to ensure that adequate consultation
occurs with the third tier of government, where appro-
priate.

Background: maritime transport

The responsibility for port operation and administra-
tion is vested in national government. The three major
ports in the province, Cape Town, Saldanha Bay and
Mossel Bay, are owned by Transnet Limited, the port
authority function being delegated to Portnet. It is the
intention of national government to establish an inde-
pendent port authority or authorities with the possibil-
ity of devolving the authority to provincial or metropol-
itan level. The responsibility for harbours, other than
the regulation of international and national shipping,
is a local government matter as defined in Part B of
Schedule 4 of the Constitution, but national and pro-
vincial government retain concurrent legislative and
executive authority.

Policy

The provincial Department of Transport and Public
Works will encourage improvements in the competi-
tive position of ports and harbours in the province
through the promotion of seamless intermodal opera-
tions, the enhancement of both road and rail freight
efficiency and effectiveness, and integration of port

It is the intention of the national government to establish an
independent port authority or authorities at provincial or
metropolitan level.




operations into the local movement systems in order to
enhance the provincial economy. Land in many small
harbours is owned and administered by the provincial
Department of Transport and Public Works, and it is
therefore a stakeholder in the use and future develop-
ment and growth of such harbours. It is recognized
that the principal responsibility for such facilities falls

under other provincial departments. The provincial
Department of Transport and Public Works will ensure
that its interests continue to be represented on the
Shipping Technical Committee of MINCOM, and will
also ensure that adequate consultation occurs with
the third tier of government, where appropriate.
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The Provision and Maintenance
of Transport Infrastructure

Background

The transportation infrastructure of the Western Cape
represents a major asset which is the operational basis
of economic and social interaction throughout the
province and beyond. Such an important asset must
be effectively managed, administered and financed to
ensure that it is adequately maintained, meets user
requirements and is expanded and improved where
necessary.

Policy statements
Allocation of responsibility
Issue

While the provision and maintenance of rail infrastruc-
ture is a national responsibility, the provision and
maintenance of road infrastructure is divided among a
number of road authorities, with overlapping responsi-
bilities, operating under diverse legislation and with
conflicting priorities, particularly in urban areas.

Policy

Road legislation will be simplified and consolidated
with responsibility rationalized among the various
tiers of government. The principle of delegation of
responsibility will be followed, allocating responsibil-
ity to the lowest level of competence. In the metropol-
itan area, all roads deemed to be of metropolitan sig-
nificance (in essence the metropolitan distribution
system) will become the sole responsibility of the met-
ropolitan authority. This strategic road network of the
area, and the detailed considerations of its operational
performance and integration with the metropolitan
spatial strategy are matters of metropolitan concern.
However, it is possible that there may be certain met-
ropolitan roads which are retained as a provincial
responsibility. The principles on which these reten-
tions are based will be determined through discussion
and negotiation at PROVCOM. All the remaining
roads in the metropolitan area (in essence the access
system) will remain the responsibility of the local sub-
structure in whose area of jurisdiction such roads are
located. The provincial Department of Transport and

The Provision and Maintenance of Transport Infrastructure

Public Works will seek to act as agent on behalf of the
National Department of Transport for national roads
within the metropolitan area.

Outside the metropolitan area, the provincial
authority will take responsibility for all regional dis-
tributors, that is, those trunk roads on which the major-
ity of long-distance, inter-regional traffic is concen-
trated. In urban areas outside the metropolitan area,
the local authority will be the road authority for all
roads within its area of jurisdiction, except for regional
distributors that pass through its area (these will
remain a provincial responsibility) and national roads
(for which the provincial Department of Transport and
Public Works will seek to act as agent on behalf of the
National Department of Transport).

All other roads in the province, that is all roads out-
side the metropolitan area and other local authority
areas (with the exception of all regional distributors
and national roads), will be the responsibility of the
various regional or district authorities in whose areas
of jurisdiction such roads are located.

The provincial Department of Transport and Public
Works will continue to subsidize expenditure on trans-
port infrastructure in municipal areas in terms of an
approved transport plan, giving priority to normal
maintenance together with rehabilitation and recon-
struction in order to protect existing resources. Spe-
cific motivation will be required to receive financial
support for transport improvements and the provision
of new infrastructure, illustrating how such invest-
ment fits into a broader development programme. The
allocation of responsibilities for transport infrastruc-
ture between the provincial Department of Transport
and Public Works and district authorities in the West-
ern Cape, will be a matter of negotiation between
these authorities.

Priorities for investment
Issue

The provision of infrastructure is concentrated prima-
rily on meeting general traffic needs. Inadequate
attention is given to social and developmental consid-
erations and there is insufficient provision of resources



There is insufficient provision of resources for pedestrians, cyclists
and public transport users.

for pedestrians, cyclists and public transport users.
This includes aspects such as the provision of safe
road-crossing facilities, adequate sidewalk and cycle
facilities, and dedicated public transport lanes and
routes. In addition, there must be a significant
improvement in the quality of associated public trans-
port infrastructure, from on-street bus and taxi stops to
major modal interchange facilities.

Policy

To receive support, transport improvement schemes
and the provision of new infrastructure must be strate-
gic rather than tactical. Those that incorporate the fol-
lowing main objectives, will receive priority.

* Previously disadvantaged and isolated communi-
ties should be integrated into the economic and
social fabric of which they are rightfully part, both
urban and rural, through the provision of new infra-
structure or the upgrading of existing infrastruc-
ture. It is anticipated that such improvements will
be essentially ‘local’ in nature, involving either the
provision of an integrated, tertiary-order road sys-
tem; the provision of a necessary link to enable such
a system to be established; or the surfacing of sec-
tions of road to minimize public transport operating
costs.

¢ Conditions for pedestrians, cyclists and public
transport users should be improved through the pro-
vision and adequate maintenance of appropriate
infrastructure and facilities such as stops, termini
and modal interchange facilities. Factors such as
seating, shelter and the provision of travel informa-
tion in a pleasant and secure environment must be
ascribed far greater importance.

* The performance of the existing transport system
should be maximized by traffic engineering and
traffic management measures, with particular
emphasis on:

— the improvement of the operational performance
of public transport routes, and
— the elimination of high-accident-risk locations.

Adherence to acceptable standards
Issue

It is important that the standard of infrastructure pro-
vided should be of a consistent and uniform quality
throughout the province, both urban and rural. For
roads, this extends not only to the various elements of
the travelled way, but also to all other aspects associ-
ated with the road cross-section, including verges,
sidewalks, drainage and landscaping, together with
the various forms of street furniture. The required
standards are not consistently met, resulting in a lack
of uniformity and order, often at variance with the gen-
eral environmental quality of the area through which
the road passes. At public transport interchanges even
the most basic facilities are often not provided, to the
detriment of user and operator alike, besides being
inconvenient to occupants of adjoining properties.

Policy

The provincial Department of Transport and Public
Works will ensure that appropriate standards are
maintained for all elements of transport infrastructure
through the issuing of provincial guidelines, standards
and targets, and the dissemination of preferred profes-
sional practice and design approaches to which all
tiers of government, including national, will be
expected to conform. In addition, the provincial
Department of Transport and Public Works intends
issuing guidelines for equal opportunity tendering for
road maintenance, reconstruction and rehabilitation,
and the adoption of labour-based technologies to
transfer the maximum amount of skills and resources
into local communities.

It is important that the standard of infrastructure should be of a
consistent and uniform quality throughout the province.
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Traffic Safety Management

Background

The strategic objective in road traffic management is
to promote and implement efficient, integrated and co-
ordinated road traffic management systems through-
out the province, involving the role players in all func-
tional areas of road traffic management. The aim is to:

* improve road traffic safety;
* enhance road traffic discipline;

* protect the expensive capital in the road system,;
and

* enhance administrative and economic order in the
field of road traffic and transport.

It is important that specific objectives are met for each
of these aims, and performance indicators established,
to measure progress towards their attainment.

The promotion of traffic safety is the joint responsi-
bility of three main disciplines:

¢ traffic enforcement,
¢ traffic safety education, and

* road and traffic engineering.

The integration of the areas of functional responsibility
of each of these disciplines is essential if the traffic
safety problem confronting the Western Cape is to be
successfully addressed.

Policy statements
Reallocation of functions of traffic departments
Issue

While the road accident rate in South Africa has
declined in the last decade or so, it remains unaccept-
ably high, and strategic intervention is urgently
required and long overdue. The road accident problem
is both an urban and a rural problem, but the over-
whelming majority of accidents occur in urban areas.
The composition of road fatalities is heavily skewed
towards pedestrian accidents and historically disad-
vantaged road users. The majority of serious and fatal
road accidents occur at night with unacceptably high
alcohol involvement.

Traff)’c Safety Management

The road accident rate remains unacceptably high, and too many of
these accidents involve alcohol.

Policy

The high incidence of alcohol involvement in road
accidents is of particular concern. Much greater effort
must be made, both through more effective enforce-
ment and through better road user education, to
reduce the incidence of drunkenness and to change
social attitudes. To enable traffic departments to con-
centrate on these functions and to increase their
enforcement and education profile significantly, it is
intended to review the allocation of other functions
they currently undertake, such as traffic engineering
and parking management. While traffic departments
would retain a strong advisory role in these matters,
these functions are essentially engineering functions
and will be undertaken by the relevant engineering
departments.

Restructuring of traffic departments and
the allocation of statutory responsibility for road safety

Issue

A bad safety record is often indicative of unco-ordi-
nated and fragmented management structures and a
lack of institutional capabilities. This is the case in the
Western Cape. While the underlying problems are
many and varied, the fundamental cause is that no
single authority has the statutory responsibility for
road safety at the local, district, metropolitan or pro-
vincial authority levels. With the confusion and uncer-



tainty that this has given rise to, action has been frag-
mented with unclear allocation of responsibility,
authority or accountability for accident prevention
measures. It is imperative that traffic law enforcement
be substantially improved and restructured through-
out the province.

Policy

To significantly improve the traffic safety situation in
the Western Cape, it is important that each transport
authority accept full responsibility and accountability
for traffic safety within its area of jurisdiction. The pro-
vincial Department of Transport and Public Works will
encourage and co-ordinate the activities of all trans-
port authorities to achieve a consistent safety strategy
and safety management programme throughout the
province, and it will take responsibility for those
actions that are best undertaken centrally. In addition,
it will promote the implementation of models, such as
TRAFMAN, at all traffic control offices throughout the
province to identify and prioritize the most critical
offences as well as locations for enforcement pur-
poses.

In the metropolitan area it is proposed that the var-
ious traffic departments be consolidated into a single
metropolitan traffic agency. This agency will be incor-
porated into the Cape Metropolitan Council as one of
the functions of the metropolitan transport authority.
Its primary function will be enforcing the laws relating
to moving-traffic violations and general traffic control.
In the long term, all traffic departments outside the
metropolitan area will be rationalized, moving towards
the establishment of a single provincial traffic agency
which will incorporate all municipal traffic depart-
ments.

All engineering functions currently undertaken by
traffic departments will be assigned to the engineering
departments at each level of authority. The enforce-
ment of parking regulations will remain a local author-
ity responsibility. However, with a greatly extended
enforcement and regulatory burden in terms of the
nature of the proposed parking policies, and the pro-
posed decriminalization of parking offences and sta-
tionary vehicle violations, consideration will be given
to encouraging privatization of all aspects of parking
management and control.

Traffic departments will take over the function of
responding to road accidents from the South African
Police Service as part of the establishment and func-
tioning of the Accident Bureaux. Additional capacity
will have to be created within traffic departments to
enable this situation to be achieved. This recommen-

The school driver education programme helps to improve the
standards of driver training.

dation includes that traffic control services must be
given the full powers and functions to investigate traf-
fic offences, and that a traffic control service taking
over these functions will provide a 24-hour service. For
this purpose, traffic control services will be classified
as emergency and essential services.

The Division of Traffic Safety Management will be
established in the Department of Transport and Public
Works to co-ordinate and evaluate road safety strate-
gies and programmes in the Western Cape. It will
undertake the following main functions:

¢ Responsibility for the provincial Traffic Agency and
co-ordinating its activities with the Metropolitan
Traffic Agency.

* The development of appropriate educational pro-
grammes for application throughout the province
and at all levels. Examples include school educa-
tional programmes, public awareness programmes
and targeted programmes to change social atti-
tudes to road safety issues.

¢ The provision of advice and guidance on remedial
scheme design and the prioritization of projects for
financial support.

¢ The establishment of a joint task team involving all
the functional areas within traffic safety in order to
manage a holistic traffic safety management plan
for the province.

* The operation of the provincial Accident Bureau, to
undertake statistical and geographical analyses
throughout the province and to identify pro-
grammes for achieving accident reduction targets.

Increasing the standards of driver training and driver testing
Issues

To create safer conditions on roads, driver perform-
ance must be improved considerably: through the
maintenance of adequate standards; through ongoing
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education and publicity programmes and sustained
levels of enforcement; and through improved driver
training and driver testing standards.

Policy

With responsibility for driver testing assigned to prov-
ince, the standards of driver training and of driver test-
ing will be increased. Legislation requiring all learner
drivers to receive a specified minimum number of
hours of formal training by a registered driving instruc-
tor will be introduced, with the provision that member-
ship by instructors of a recognized driver training con-
trol body, such as the South African Institute of Driving
Instructors, will be a compulsory requirement. During
the driving test there will be rigorous examination for
both active and passive aggression on the part of driv-
ers. The practical aspects of driver examinations
which occur on public roads will be extended consid-
erably to provide for this. The intention of the more
extended testing is to ensure that defensive driving,
characterized by care, courtesy and consideration,
becomes ingrained and that aggressive driving is
eliminated. Driver testing centres throughout the prov-
ince must ensure the attainment of high standards.
Provincial inspectorates must be established to control
the quality of driver training and testing and to ensure
that these standards are consistently achieved.

The role of the judiciary
Issue

In the Western Cape there has been no major co-ordi-
nated or systematic effort to address the road safety
problem or to establish ‘benchmarks’ or accident
reduction targets such as have been successfully
adopted in other countries. Attempts have been frus-
trated by a lack of technical and judicial co-operation
and an absence of political will. Reorganization and
restructuring, together with the specific allocation of
statutory responsibility and the support of the pro-
posed Directorate: Road Safety will do much to resolve
this. However, to be successful, the judiciary must
become a willing partner in the apprehension and
punishment of transgressors. Currently this is not
occurring due to a serious lack of staff and an unwill-
ingness to accept modern enforcement aids, adopted
and in common use throughout the rest of the world.

Policy

Given the delegated responsibility to the province for
road safety matters, the MEC: Transport and Public
Works will approach the Minister of Justice and the

Traff)’c Safety Management

Attorney-General of the Western Cape to request the
following:

* the establishment of dedicated traffic courts;

¢ the establishment of a far higher structure of traffic
fines and the introduction of prescribed minimum
levels for each type of offence;

¢ the decriminalization of certain minor traffic
offences, for example stationary vehicle offences;
and

* the acceptance for evidential purposes of those
technological aids aimed at apprehending offend-
ers and promoting traffic safety — for example,
breathalysers and laser speed-timing devices.

The establishment of Accident Bureaux
Issue

Little can be done to deal with the accident situation
until the detailed nature of the problem is clearly
understood. This in turn requires that accident data is
collected and analysed in a systematic manner. An
effective working partnership between all the various
agencies involved must be established to ensure a co-
ordinated and sustained approach.

Policy

The intention is to promote the establishment of Acci-
dent Bureaux covering the entire province. These will
be charged with the responsibility to prepare and carry
out appropriate programmes of measures designed to
promote road safety, and assigned the authority to
implement such measures. They will form part of the
technical engineering responsibilities of each appro-
priate authority. Each bureau will be responsible for
traffic safety on the roads under its jurisdiction, will
have the authority to implement accident reduction
programmes, and will be accountable for traffic safety
performance. Financial support for the establishment
and operation of Accident Bureaux will be provided by
the provincial Department of Transport and Public
Works. This support will extend to the rapid acquisi-
tion and training of suitable staff.

Each Accident Bureau will be appropriately
resourced and staffed. High standards of investigation
will be expected. Each fatal accident will be investi-
gated immediately to identify the main causal factors
and to remedy any engineering or design deficiency
that may exist. All sites at which more than five per-
sonal-injury accidents occur each year will be subject
to detailed investigation. The accuracy of accident
recording will be significantly improved.

Each Accident Bureau will be responsible for
undertaking a traffic safety audit regularly and for



establishing a safety strategy and safety management
programme which includes data processing, accident
investigation, remedial scheme design, accident
research and scheme monitoring. Such units will pro-
vide guidance on accident prevention, and the imple-
mentation of safety measures at all road works. They
will initiate liaison and dialogue between the various
bodies responsible for engineering, enforcement, edu-
cation, environmental improvement, planning and the
provision of public transport, emergency and welfare
services. All Accident Bureaux will be required to
maintain mapped databases of all road accidents to
enable regular detailed statistical and geographical
analyses to take place. A standard computer program
will be adopted throughout the province (for example
the Microcomputer Accident Analysis Package
(MAAP), produced by the TRL) to enable comparative
analyses to take place. The costs of installation, con-
figuration and support (such as training) will be met by
the provincial Department of Transport and Public
Works.

A member of each Accident Bureau will be desig-
nated as Road Safety Officer. On all road improvement
schemes this officer will have the statutory responsi-
bility to ensure that adequate road safety standards
are maintained and to approve the design of diver-
sions, temporary traffic control systems, all temporary
signs, protective devices and temporary carriageway
markings. The attainment of adequate traffic safety
standards at both road maintenance and road con-
struction sites will form part of the engineering speci-
fication. Penalty clauses for nonobservance of these
standards will be included and enforced. All road signs
throughout the province will be improved to meet the
new national policy on road signs, particularly relating
to safety performance.

Improved vehicle testing procedures
Issue

The average age of vehicles in South Africa is steadily
increasing, and there are far too many examples of

badly maintained vehicles using public roads. Even
relatively new vehicles show many obvious deficien-
cies and inadequate maintenance. These vehicles
pose a threat to the travelling public. Subjecting such
vehicles to roadworthy tests only on transfer of owner-
ship is insufficient to achieve an acceptable standard
of safety performance.

Policy

An annual roadworthy test will be introduced, initially
for all vehicles five years old or older. Proof of passing
such a test will be a requirement for annual licensing
and registration. Privately owned service centres will
be licensed to undertake such testing. Standards and
adherence to testing requirements by the service cen-
tres will be rigorously enforced. Public service vehicles
will be subject to a six-monthly Certificate of Fitness
(CoF) examination. Given the assignment of the Road
Traffic Act, the provincial Department of Transport
and Public Works will introduce the necessary amend-
ments to allow for the revised testing of vehicles. As
resources for testing vehicles become established and
the necessary control mechanisms introduced, the ini-
tial period before which vehicle testing is required will
reduce to three years.

An annual roadworthy test will be introduced.
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Environmental Sustainability

Background

The relationship between people and their environ-
ment is a dominant concern of the late twentieth cen-
tury. It is generally accepted that continued popula-
tion growth, accompanied in developing countries by
continued urbanization, is leading to increasing pres-
sure on the environment and the deterioration and
destruction of natural processes. The province of the
Western Cape has a rich environmental heritage
which must be well managed if it is to be retained.
While this includes the consideration of many factors,
transportation merits primary consideration.

Policy statements
Issue

Inefficient urban land use systems have given rise to
long average trip lengths and a disproportionate
amount of travel, which has resulted in the environ-
mental burden caused by transport being far greater
than necessary. Growth in traffic, coupled with long
trip lengths, has resulted in the rapid deterioration in
operating conditions in the peak periods on most
urban road networks. This has led to a rapid increase
in vehicle emissions and the presence of large quanti-
ties of pollutants which is particularly noticeable in
metropolitan Cape Town with the increasing inci-
dence of photochemical smog.

Policy

A key determinant of the extent of the environmental
burden which any urban area has to bear is the
amount of travel which occurs on the road network. To
move towards a position of environmental sustainabil-
ity, all urban transport plans will include the objective
of reducing or at least stabilizing the amount of travel,
particularly by petrol-engined vehicles, the main
source of pollutants. This can be achieved by decreas-
ing average trip lengths through more efficient urban
structures, by increasing the proportion of travel by
public transport, and by moving towards the introduc-
tion of more environmentally sensitive methods of pro-
pulsion.

To encourage a reduction in pollution from petrol-
engined vehicles, it is intended to study the effect of

Envirbnmenlal Sustainability

changing the basis of the annual private vehicle
licence fee from mass to engine capacity, and the
effect of offering discounts to vehicles fitted with cata-
lytic converters.

The role of traffic and environmental management

Issue

Because of the rapid deterioration in operating condi-
tions on the main road system, many vehicles use local
roads to bypass areas of congestion. Such behaviour is
environmentally intrusive, and reduces environmental
quality and safety standards in residential areas. In
the past, the priority was generally to provide transport
infrastructure for the needs and requirements of
motorized traffic. This has resulted in a traffic-domi-
nated environment which has failed to meet the needs
of other road users and which places a high environ-
mental burden on occupants of surrounding land and
property.

Policy

A balanced approach to the design and management
of urban movement systems will be adopted to recon-
cile the needs of motorized traffic with broader social,
developmental and environmental considerations.
Extraneous through-traffic is becoming an increasing
nuisance in many areas and a matter of widespread
public concern. Traffic and environmental manage-
ment measures will be adopted to maintain adequate
environmental and safety standards on all routes and
in all areas. Urban transport plans submitted for
All urban transport plans will include the objective of reducing or at

least stabilizing the amount of travel, particularly by petrol-engined
vehicles.




approval will contain clear statements relating to the
particular traffic and environmental strategies that
have been adopted, and the environmental manage-
ment programme it is intended to pursue.

The attainment of consistently high standards of
environmental quality

Issue

Some insensitive and inappropriate road design in
urban and in rural areas has resulted in the provision
of road facilities that are out of scale with the area
through which they pass and that conflict with the
quality of the general landscape. In addition, the qual-
ity of public space associated with the provision of
transport facilities generally requires significant
improvement. Dust pollution in many townships and
rural settlements, particularly adjacent to roads carry-
ing public transport services, results from the low
standard of construction and maintenance of such
roads. On other routes, land which constitutes part of
the road reserve, which is not used for the passage of
vehicles, is often neglected and unkempt, its quality
and standard often starkly contrasting with the quality
of adjacent private space. This is often attributable to
the adoption of inappropriate road reserve width and
building lines.

Policy

The attainment of consistently high standards of envi-
ronmental quality within the engineering design proc-
ess in both urban and rural environments will be allo-
cated far greater importance in the future. A number of
documents have been produced nationally, dealing
with adopting a more integrated approach towards

environmental issues and the impact of development
programmes; and it is evident that the inherent envi-
ronmental quality of basic road designs needs to be
improved significantly. Of particular importance are
issues of scale, parallelism and curvilinearity. Accord-
ingly, a number of design guides will be produced by
the provincial Department of Transport and Public
Works for application on all road schemes in the West-
ern Cape, illustrating the best aspects of professional
practice and how detailed design requirements can be
reconciled with environmental factors.

The provincial design guides will improve the qual-
ity of route location and functional design, and the
principles and procedures of integrated environmental
management will be incorporated into the existing
procedures for road development. A standard method
for the environmental evaluation of all roads, replica-
ble from scheme to scheme, will be developed and will
be incorporated into all the stages of the development
process of roads.

Acceptable environmental standards of existing
roads must be consistently maintained. The Advertis-
ing on Roads and Ribbon Development Act 21 of 1940
has been delegated to the provinces and, in the West-
ern Cape, the provision of this Act will be strictly
enforced in all environmentally sensitive areas and on
all environmentally sensitive routes, particularly in
rural areas. It is anticipated that new legislation will
be promulgated to control roadside advertising in all
areas, including urban and peri-urban areas. In addi-
tion, road reserve and building line requirements will
be reviewed systematically and adjusted where appro-
priate.
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procedures for road development. A standard method
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ble from scheme to scheme, will be developed and will
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roads must be consistently maintained. The Advertis-
ing on Roads and Ribbon Development Act 21 of 1940
has been delegated to the provinces and, in the West-
ern Cape, the provision of this Act will be strictly
enforced in all environmentally sensitive areas and on
all environmentally sensitive routes, particularly in
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be reviewed systematically and adjusted where appro-
priate.
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Subsidies

Background
Operating subsidies
There is no definitive statement of the role and func-
tion of subsidy or the allocation of subsidy responsibil-
ities between the various levels of government. The
White Paper on National Transport Policy ascribes the
funding of infrastructure and operations, including
subsidization, to provincial government apart from
‘some infrastructural projects in the national interest’.
The ownership of rail infrastructure and rolling stock
will be retained by the national transport authority,
and either the provincial or metropolitan transport
authority will take responsibility for the concession
system which will replace the current deficit financing
system. In addition, funding of operations, including
those services operated under contract, will also be the
responsibility of provincial or metropolitan transport
authorities.

Subsidy considerations tend to focus on urban
issues alone and fail to address rural operations where
the need for subsidy is often greater.

Policy statements
The role of operating subsidies in urban restructuring
Issue

The current level of operating subsidies which are
being paid throughout the transport market is of seri-
ous concern, not only because of the very large
amounts of money involved, but also because of the
rapid increase which has occurred in subsidy pay-
ments in the last 10-15 years. The current subsidy sys-
tem is generally regarded as inefficient, failing to tar-
get subsidies effectively at the poor and disadvan-
taged. Concern has also been expressed about
possible internal inefficiencies on the part of those
operators who receive subsidies, leading to lower pro-
ductivity and leakage into larger staffs, wages and
unit costs. In addition, obvious inconsistencies result
from the exclusion of minibus-taxi operators from
receiving subsidies.

The amount of subsidy together with its rapid
growth in recent years is an indication of the degree of
inefficiency inherent in existing land use arrange-
ments within the metropolitan area. Subsidy policy

Subsidies

must do more than lead to improved efficiency in cur-
rent allocation procedures, and must address issues of
urban restructuring, reducing both operator and user
costs, and the need for subsidy.

Policy

The growth in subsidy in the medium to long term will
have to be curtailed through urban restructuring, thus
reducing the average length of passenger trips by pub-
lic transport while increasing the utilization of existing
public transport services through the provision of more
balanced flows, thereby using existing spare capacity
inherent in the system. This should come about from
the adoption of mixed land use development and
higher residential densities along selected develop-
ment corridors. This will contain the costs of service
provision and reduce the need for subsidy by increas-
ing fare revenue for service providers, and will increase
profits as assets are utilized more effectively. The pro-
vincial Department of Transport and Public Works will
actively encourage and pursue the attainment of this
objective.

Transport policies will be used pro-actively to
encourage the development of a chosen land use
structure through the establishment of major public
transport corridors, even when the demand for such
public transport facilities may not be justified initially.
This will require a specific category of contract service
where a predetermined level of service is provided to
All services that attract provincial financial support will be

adequately monitored to ensure that such payments are achieving
the desired result.




improve accessibility along a particular route or corri-
dor to encourage a specific development response.
The aim of such ‘development subsidies’ is to encour-
age and stimulate the location of land use facilities by
the provision of a particular level of public transport
service and service mix, and will attract financial sup-
port from the provincial Department of Transport and
Public Works. All services that attract provincial finan-
cial support will be adequately monitored to ensure

that such payments are achieving the desired result.

The role of prices
Issue

The payment of subsidies seriously distorts the overall
performance of the transport market. Underpricing of
the various transport products inhibits investment and
expansion, resulting in reduced standards and an
impoverished transport market. There has been a
marked tendency to ignore the potential of pricing as
an instrument of transport policy. The pricing policies
adopted have had a major impact on settlement pat-
terns, the efficiency of the urban economy, and the
welfare of the population. They have also influenced
the way in which the demand for alternative transport
modes has developed, the number of different modes
which are available, and consequently the call for new
improved or expanded transport facilities. Artificially
low prices stifle the emergence of potentially more effi-
cient systems, particularly in the public transport mar-
ket, leading to strong arguments for extending the less
efficient, subsidized services as demand increases,

resulting in still further increases in subsidy.

Policy

A review of transport prices will be undertaken to
establish a consistent basis for such prices which will
reflect broader provincial policy and strategy. Those
subsidies that are retained will be applied in a manner
that will promote welfare by increasing the efficiency
of the provincial economy, particularly through the
improvement of public transport. This will require rec-
ognition of the distributional effects inherent in both
the fare structure of public transport and the prices
charged for private transport, with policies being
adopted which are designed to foster specific change
in land use and settlement patterns, as well as an
equitable distribution of user charges between public

and private transport users.

The need for increased levels of financial support
Issue

While the introduction of competitive tendering will
improve the internal allocation efficiency of subsidy, it
will not remove the need for continuing financial sup-
port for public transport. The provision of public trans-
port services based on socially agreed standards and
operated in the public interest is likely to lead to
greater coverage than at present, and to longer hours
of service, certainly in the evenings and weekends.
This will lead inevitably to a substantial increase in
the costs of service provision and the need for
increased levels of financial support.

Policy

The identification of sources of funds that can be ear-
marked for public transport, and that are sufficient to
realize the objectives of a viable and markedly
improved and expanded public transport industry
operating in the broader public interest, will be pur-
sued as a matter of urgency. An immediate concern
will be to equip the provincial Department of Transport
and Public Works to take over the responsibility for the
distribution of subsidy to meet the new policy objec-
tives and to develop, as a matter of urgency, an appro-
priate implementation strategy.

Funding as a shared responsibility
Issue

The funding of public transport operations and infra-
structure, including the payment of operating subsi-
dies, is identified in the national White Paper as a pro-
vincial function and responsibility. Fiscal powers for
provincial and local governments in respect of their
functional responsibilities will be required. It is unac-
ceptable that the financial responsibilities for meeting
the costs of service provision should be borne entirely
by the provincial transport authority.

Policy

Subsidy obligations will be viewed as a collective
responsibility to be shared among national, provincial,
metropolitan, district and local authorities in a way
which reflects and advances each of their own specific
objectives and responsibilities. Although funding will
be channelled through a single authority, this does not
prevent the various levels of government from provid-
ing financial support to advance their objectives and to
meet their responsibilities consistent with their spe-
cific role and function. For example, it is appropriate
that central government should accept certain finan-
cial obligations for addressing the effects produced by
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national policy and in furtherance of its general wel-
fare obligations. It can be argued that national govern-
ment should continue to compensate people who are
locationally disadvantaged because of previous apart-
heid policies by providing basic minimum levels of
access and mobility in urban and rural areas.

Policy: larger urban areas

The national government has an additional responsi-
bility to ameliorate some of the consequences of rapid
urbanization. A basic network of socially necessary
road- and rail-based public transport services are
required to ensure that minimum service levels are
provided throughout the metropolitan area based on
socially agreed standards. As provincial government
also has general welfare responsibilities in ensuring
that minimum levels of public mobility are achieved in
the province, meeting the costs of service provision for
the network of socially necessary services must be a
shared responsibility between central and provincial
government.

However, financial support from national govern-
ment to establish this network of socially necessary
services cannot be an indefinite commitment in view
of the risk of merely perpetuating existing inefficient
land use arrangements with the resulting continua-
tion in the escalation of subsidy payments. Incentives
must be provided to promote the restructuring and
integration of both urban and rural areas.

A defined formula which allocates subsidy
resources from central government to the various met-
ropolitan areas on a common, consistent basis should
be derived. There are a number of ways in which this
is done in other countries based on specific, measura-
ble urban characteristics such as population, route
length, seat kilometres etc. for certain prescribed min-
imum levels of service. Such an approach, adapted to
the specific requirements of South African metropoli-
tan areas, is an ideal towards which central govern-
ment should move. The programme of allocation and
the amounts which will be provided will then be fixed
in advance and will provide a timetable within which
improvements in urban restructuring should take
place. Allocation procedures will be transparent and
visible. The principles on which the recommendations
of the Fiscal and Finance Commission are based, as
contained in the Constitution, will inform the develop-
ment of an appropriate set of guidelines on how this
distribution could be effected.

It will be a provincial responsibility to provide finan-
cial support to enable broadening of the public trans-
port mix to occur in order to achieve a positive social

Subsidies

and economic impact. The proposed supplementary
network of limited-stop and express services together
with area-bound services characterize those services
that would qualify for provincial support. These serv-
ices will be provided by contract and by permission,
with the metropolitan transport authority and the
industry itself sharing responsibility for demonstrating
the need and justification for their provision. Financial
support will be provided by province, and the balance
of the funds will come from metropolitan sources.

Policy: smaller urban areas

In smaller urban areas it is also necessary to provide a
basic network of socially necessary services and to
broaden the service mix. Province will provide finan-
cial support for local authorities to ensure that this
occurs. Matching financial contributions will be
expected from these authorities.

Policy: rural areas

In rural areas the need for public transport service pro-
vision is more varied and diverse. Where existing
transport services can be extended to provide a basic
and rudimentary form of public transport service, the
provincial Department of Transport and Public Works
will investigate the form and extent of financial sup-
port necessary for those services to fulfil a broader role
and function. In severely transport-disadvantaged
rural areas, and where the role and function of existing
transport services cannot be extended, the provincial
Department of Transport and Public Works will
encourage local communities to promote their own
public transport services through the establishment of
SMMEs. In each instance, the motivation must come
from the local or district council, be part of a broader
development programme and approved transport
plan, and receive the support of the local RDP forum.
The contract for the provision of the services will be
written to facilitate the provision of dual services, pos-
sibly a mixture of goods and passenger services if
required, and structured in a way that will enable peo-
ple and communities too poor to acquire a vehicle on
their own, to respond.

Supporting policies relating to capital subsidies

The main aim of provincial subsidies is to advance the
overall intentions of provincial policy. This it will
achieve through the planning response of lower levels
of government, and accordingly the provincial trans-
port authority will support plans and programmes that
advance these overall intentions. By ensuring ade-
quate levels of co-ordination between different levels



of transport authority, it is intended that the policies,
plans and programmes of the different levels of author-
ity are coincident. This is not an absolute requirement,
but programmes and plans that diverge from provin-
cial policy will not be subsidized.

The amount of money available for operating and
for capital subsidy will be partly determined by the
amount of intergovernmental transfer, together with
the amount raised from provincial resources. The abil-
ity to forecast the amount and stability of the intergov-
ernmental transfer will be dependent on the source of
such funds from government which, in turn, will have
a bearing on the stability of the provincial transport
fund. Accordingly, the provincial transport authority
will attempt to increase income from financial
resources currently available to it, and lower levels of
transport authority are strongly encouraged to follow
suit by increasing income from currently available
resources, particularly those prescribed in the Urban
Transport Act.

Money that becomes available from the provincial
transport authority in terms of approved transport
plans will be increasingly used in subsidy programmes
which are integrated with other sectoral programmes
and attempt to achieve multiple objectives. It is
intended to vary the degree of subsidy based on the
intentions of the programme and to move towards a
block allocation to each programme. It is also intended
to grant transport authorities certain discretionary
powers of expenditure on projects within each pro-
gramme.

Similarly, it is intended to move towards a fixed
allocation between transport authorities. The aim of
fixed allocations on programmes and between author-
ities is to introduce a measure of stability and fore-
castability on income from outside sources.

This method of provincial expenditure will be mon-
itored and periodically reviewed once there is a clearer
indication of how the various systems are responding.
The allocation between authorities and between pro-
grammes will possibly be changed in the future.

White Paper on Western Cape Provincial Transport Policy

Subs)'dies



Western Cape Department of Transport and Public Works

"
.

Finance

Finance

Background

Funds from all levels of government for transport
(including those from national sources for subsidizing
bus and rail services) are diminishing in real terms.
They are generally considered to be far less than
required to address present infrastructural, operational
and service-related shortcomings. In addition, there has
been no clear indication of the amount of financial sup-
port which can be expected from national sources. This
has made strategic planning and programming diffi-
cult, and has led to policy uncertainty and confusion.

Policy statements
Uncertainty of funding
Issue

It is essential that adequate and appropriate funding is
provided by all levels of government to ensure that
realistic and appropriate transport policy, consistent
with broader reconstruction and development princi-
ples, is developed and implemented. The funds pro-
vided by each level of government should be consist-
ent with its perceived role and function, and should be
used to advance its own particular goals and objec-
tives. The sources of such funding should be stable,
equitable and sustainable, and earmarked for particu-
lar transport programmes such as operating subsidies,
public transport infrastructure provision, traffic man-
agement measures, maintenance and the provision of
other transport facilities etc., to enable appropriate
policy development, planning and programming to
occur. The basis of assessment and the distribution of
funds between provinces should be on a rational and
agreed basis. Financial transfers should occur directly
between successive levels of government and should
not bypass intermediate levels of government.

Policy

The MEC: Transport and Public Works will attempt to
have these principles adopted as national and provin-
cial policy. The provincial Department of Transport
and Public Works will collate all requirements for
financial assistance that originate in the province, and
will allocate all funds received, including those ear-
marked for particular projects or specific uses.

Issue

It is neither acceptable nor feasible to adopt policies
that cater for growth in travel by providing new or
expanded facilities, particularly given the existing
inefficient and inequitable nature of the major urban
areas of the Western Cape. The growth in the demand
for movement in urban areas is many times greater
than the nation’s ability, financially and environmen-
tally, to match by supplying additional resources to
meet the demand. Very real choices exist on the fund-
ing requirements of transport, and the extent of the
funding made available has a direct influence on the
policy decisions made. A basic minimum level of fund-
ing is required to maintain existing transport resources
and to carry out essential transport functions. The
amount of additional funds required, and the use to
which such funds are put, are strategic decisions.

Policy

The main thrust of transport policy will be sustainabil-
ity; that is, the arrangement of transport variables so
that, over time, the situation will become increasingly
stable. This requires the adoption of a broad package
of policy measures, involving the use of regulatory,
pricing and investment instruments in the land and in
the transport markets, to ensure that demand is recon-
ciled with affordable transport resources and services.

Transport finance in the Cape Town Metropolitan area has steadily
declined.
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Issue

Funding of public transport has not enjoyed a high pri-
ority in local authority financial provision, because the
planning and management of public transport has not
been seen to be a functional responsibility of local gov-
ernment. Instead, it has been seen to be the responsi-
bility of national government through subsidy obliga-
tions to private companies and state-run corporations.
In addition, local authorities have placed undue
emphasis on the provision of new infrastructure at the
expense of the better management of currently availa-
ble resources.

Policy

In future, the priorities for expenditure on transport in

the province will be:

* tointegrate previously disadvantaged communities
into the broader social and economic environment
by improving accessibility through the provision of
infrastructure where required, and through the pro-
vision of socially necessary public transport serv-
ices;

* to bring into existence vastly improved and
extended public transport services involving all cur-
rent suppliers, including minibus taxis and other
SMME transport operators, which meet social
needs and requirements;

* to make more productive use of transport resources;

* to maintain the structural integrity of the existing
transport infrastructure by timeous maintenance
and rehabilitation;

* to build capacity and capability to enable transport
authorities to discharge their responsibilities ade-
quately;

* to improve the safety of the provincial road system
through road safety improvement programmes;

* to ensure that comprehensive, integrated land use/
transport planning is undertaken by all levels of
government throughout the province.

Identification of additional sources of funding
Issue

All authorities have failed to recognize or respond to
the integral role of prices in transport policy, and have
consistently undercharged many items, particularly
long- and short-term parking charges and vehicle
licence fees. In addition, many urban authorities have
not made full use of the opportunities in existing legis-
lation for imposing levies to act as vehicle restraint
measures. Had a more realistic set of transport prices
been adopted, particularly relating to private vehicle
usage, not only would it have addressed many issues

relating to efficiency and equity, but it would have pro-
vided considerable additional local sources of income.

Policy

Provincial Department of Transport and Public
Works

In order to contribute to meeting the financial obliga-
tions of the provincial Department of Transport and
Public Works, vehicle licence fees will be increased to
more appropriate and realistic levels. Vehicle licence
fees will be paid into a provincial transport fund and
become an important provincial source of funding for
the provincial Department of Transport and Public
Works. Such fees will supplement other funds trans-
ferred from national government and any other alloca-
tions from provincial government. Fines collected for
moving-vehicle offences on roads, policed by the pro-
vincial traffic agency, must be allocated to a provincial
infrastructure fund. These two sources will create the
basis for dedicated funds to enable the provincial
Department of Transport and Public Works to ade-
quately undertake the powers and functions assigned
to it, and to provide the necessary assistance and sup-
port to third-tier government.

At present there is a marked disparity between the
marginal cost paid by vehicle users and the marginal
social cost, taking into account such externalities as
congestion, environmental damage, road accidents
and traffic law enforcement, the costs of which are all
attributable to the use of vehicles. The price adjust-
ments which will be made will bring private and social
costs into line and relate to the attainment of broader
transportation policies.

Vehicle licence fees are a direct form of taxation on
motor vehicles, accruing to the provincial government.
By world standards, South African licence fees for pri-
vate vehicles are among the lowest, and it is intended
that such licence fees will be increased substantially
to bring them more into line. In addition, it is intended
to review the basis for the licence fee for private vehi-
cles. Current licence fees for commercial vehicles are
based on the mass of the vehicle. This is related to the
amount of damage done by the vehicle to the road sys-
tem. However, being based on net rather than gross
mass, this gives rise to an obvious inconsistency
which is particularly disadvantageous to public serv-
ice vehicles. Accordingly, it is intended to review the
structure of licence fees for all commercial vehicles.

Urban transport authorities

A primary source of income that could accrue directly
to urban transport authorities is that which would
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result from more realistic short-term and long-term
public parking charges, together with a levy it is pro-
posed should be imposed on all long-term parking,
both public and private.

Commercial vehicles using designated on-street
loading and off-loading facilities are currently not
charged for using such facilities. A supplementary
annual licence called the ‘C’ licence will be introduced
which will entitle commercial vehicles to make use of
such facilities. Those commercial vehicles that do not
use on-street loading and off-loading facilities will not
require such a licence. Light delivery vehicles will be
considered private vehicles unless a ‘C’ licence is pro-
duced at the time of registration. The introduction of
such a licence is to deter extremely large vehicles from
undertaking deliveries in congested urban areas, to
recover at least part of the costs of the provision of
loading and off-loading facilities in urban areas, and to

meet part of the costs of enforcement. Further benefits
are the more rational use of on-street loading and off-
loading facilities and significant improvements in the
performance of such facilities. Such a levy is permitted
by the Urban Transport Act, the amount of the levy
being determined or approved by the Premier. Ena-
bling legislation will be introduced by the provincial
Department of Transport and Public Works to ensure
its application in all urban transport authority areas
throughout the province.

All transport authorities will have to consider inno-
vative and imaginative approaches to ensure suffi-
cient funds for additional infrastructure and the provi-
sion of services. This will involve far greater public/pri-
vate collaboration either through joint ventures in
infrastructure provision or in concessioning for service

provision.



Institutional Structures

Background

The ability to respond to transport issues in the West-
ern Cape is hampered by poor organizational arrange-
ments with shared and overlapping responsibilities for
land use and transport between different levels and
departments of government. The result is inconsist-
ency and confusion, imposing a severe handicap in the
achievement of integrated and sustainable transport
and land use policies and programmes. The assign-
ment of various powers and functions from central to
provincial government, together with the rationaliza-
tion of local government provide a real opportunity for
reorganizing transport powers and responsibilities
within the province. This will be achieved by creating
a far more effective and appropriate management and
institutional framework, properly equipped to under-
take the necessary functions and responsibilities.

It is increasingly realized that it is in the area of
institutional reform and the development of appropri-
ate organizational and management structures that
the greatest potential benefits lie in achieving sub-
stantial improvements in transport performance and
productivity. The acceptance of subsidiarity and the
delegation of transport functions, powers and duties to
the lowest appropriate level of government is an
important step in rationalizing the exercise of powers
and functions by the various levels of government and
improving overall effectiveness.

It is the intention of the national transport authority
to compile overarching land transport legislation
which will detail the allocation and execution of
national, provincial and local land passenger transport
policies within the framework of the national Trans-
port White Paper.

Policy statements

The role of subsidiarity

Issue

Schedule 4 of the Constitution has allocated to the
national and provincial governments concurrent
responsibility for public transport, regional planning
and development, road traffic regulation and urban
and rural development. A municipality has executive
authority in respect of, and the right to administer the

local government matters in Part B of Schedule 4 of the
Constitution, including municipal public transport,
subject to the restrictions of section 155(6)(a) and (7). It
is an inherent principle of the Constitution and the
Transitional Local Government Act that land passen-
ger transport powers and functions should be assigned
to the lowest competent level of government.

The intention at all times must be to keep all neces-
sary organizational and institutional structures, and
the arrangements between them, as simple as possi-
ble. Authority, responsibility and accountability must
be delegated to the lowest level of government to
ensure that the best use is made of scarce technical
resources and to remove all bureaucratic impediments
that hinder implementation capacity and capability. If
there is clear understanding of the roles and responsi-
bilities of each level of authority, the need for co-ordi-
nation is kept to a minimum — co-ordination is
required where there is overlap or where the involve-
ment of other levels of authority adds value to a pro-
gramme or project.

Policy

With the devolution of authority together with accom-
panying legislation, the provincial government
becomes the principal transport authority in the West-
ern Cape, providing the necessary guidance and direc-
tion in addressing transport matters in the area. This
responsibility will be discharged by the provincial
Department of Transport and Public Works, which will
act as the provincial transport authority for the West-
ern Cape. While it will play a leading role in addressing
the transport problems of the area by providing strong
policy direction and guidance, it is through its ena-
bling and facilitating role in assisting third-tier gov-
ernment authorities in achieving their goals that it
intends realizing its own aims and objectives. The
greatest progress will be made by creating compe-
tence at this lower level of authority to develop trans-
port plans and programmes in the context of broader
developmental aims and objectives, and responsive to
community needs and concerns. However, it is recog-
nized that, in certain instances, adequate competence
will not exist. Under such circumstances, the provin-
cial Department of Transport and Public Works will
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assist by providing technical support and guidance on
request.

Metropolitan, district and local councils will be des-
ignated as transport authorities in their own right and
will be required either to develop adequate compe-
tence or to have the function undertaken on an agency
basis by another transport authority. In the metropoli-
tan area, a metropolitan transport authority will be
established in terms of the Local Government Transi-
tion Act of 1993, and the Cape Metropolitan Council
could fulfil that role. It is essential that transportation,
one of the primary forces in shaping the broader met-
ropolitan environment, is integrated with spatial and
development planning and is subject to full political
control. In other district and local councils, each coun-
cil will become the transport authority for that area.

The functions and responsibilities of properly constituted
transport authorities

Issue

It is important that the Department of Transport and
Public Works, as the provincial transport authority,
should have a clearly defined role to distinguish its role
from that of other transport authorities and to provide
a framework within which the transport authorities
can operate.

Policy
The principal functions of the provincial transport au-
thority are listed below.

* Develop, implement and monitor provincial land
passenger transport policy and legislation, and
periodically review such policies for continuing rel-
evance and appropriateness.

¢ FEstablish provincial guidelines, standards and tar-
gets.

¢ Co-ordinate provincial transport policy between
national government, metropolitan and district
councils and integrate with other sectoral policies
through the other departments of provincial govern-
ment and through the provincial Development
Council.

¢ Build capacity in third-tier government authorities
to enable them to take full responsibility for imple-
menting national and provincial policies and to
undertake the planning, design, construction, oper-
ation and maintenance of all aspects of transport
operations and infrastructure within their areas of
jurisdiction.

* Act as the road authority for all roads under provin-
cial jurisdiction, providing law enforcement serv-
ices through the provincial traffic agency, and road

Instifutional Structures

safety management services through the division of
traffic safety management.

e (all for the preparation of transport plans and com-
ment on all transport plans within the province.

* Provide dedicated funds from provincial sources in
support of approved transport plans and administer
funds obtained directly or on behalf of third-tier
government authorities from the national transport
authority.

Issue

With the emphasis which has been placed on subsidi-
arity, it is important to achieve competence and capa-
bility at local level. Therefore there must be common
understanding and agreement on the functions and
responsibilities that a properly constituted transport
authority would be expected to undertake.

Policy

Attention will be given to ensuring that each transport
authority is able to adequately discharge the following
powers and functions. It is anticipated that appropri-
ate internal reorganization and restructuring will be
necessary and that technical assistance and support
will be required from the provincial Department of
Transport and Public Works by some authorities.

Policy co-ordination

* Develop transport policies, plans and programmes
based on national and provincial policies and
guidelines, the broader developmental aims and
objectives for the area, and the proposed spatial dis-
tribution of land use activities.

¢ Hstablish and undertake such public consultation,
participation and involvement processes (which are
genuinely inclusive and transparent) as may be
necessary to fulfil the requirements of transport pro-
vision.

¢ Co-ordinate transport policy with national and pro-
vincial policies and integrate with other sectoral
policies such as land use.

Strategic planning

* Prepare integrated land passenger transport plans,
programmes and budgets in which an appropriate
balance is achieved between the need for new facil-
ities, the improved performance of existing facili-
ties, and the choice of mode.

* Manage traffic demand, especially by private vehi-
cle, consistent with broader economic, energy,
environmental, efficiency and equity considera-

tions.



* Undertake financial planning that matches the

requirements of physical resources with the finan-
cial resources likely to be available.

Ensure consistency between transport plans and
programmes and broader social, economic, devel-
opmental and environmental considerations.
Monitor the performance and productivity of the
transportation system and the attainment of trans-
portation aims and objectives with the aid of man-
agement systems co-ordinated by the provincial
Department of Transport and Public Works.

Tactical planning

Operate and manage the transport system to
achieve optimum performance and productivity
through appropriate parking management meas-
ures, route improvement schemes, intersection
improvement schemes, other area-wide traffic and
environmental management measures as well as
public transport management measures, including
the provision of adequate modal interchange facili-
ties.

Operational planning

Maintain the transport system to achieve optimum
performance, productivity and safety through the
management and control of traffic signs, traffic sig-
nals, carriageway markings, skid resistance, and
other related measures.

Develop and implement road and bridge mainte-
nance and management programmes, primarily
based on appropriate performance criteria and lev-
els of service obtained from management systems
co-ordinated by the provincial Department of
Transport and Public Works, to ensure that the
standard and quality of the road network is safe-
guarded.

Public transport planning and control

Ensure the provision of appropriate public transport
services that meet community needs and require-
ments.

Evaluate the financial and operating statements of
all operators in receipt of public funds and involved
in providing public transport services.

Prepare tender specifications and call for, evaluate
and award tenders for contracted public transport
services.

Negotiate contracts for the supply of specific cate-
gories of services where required.

Remunerate service providers.

Develop and implement road and bridge maintenance and

ol

management programmes to ensure that the standard and quality of
the road network is safeguarded.

Control service delivery through the setting of
standards, both operational and technical, and
monitor contract performance.

Ensure that adequate infrastructure exists to ena-
ble efficient and effective public transport service
provision.

Establish fare structures, fare increases and fare
concessions for all modes, in consultation with
stakeholders, including service suppliers and fund-
ing agencies.

Market public transport services and ensure that
adequate passenger information is provided.
Control the right to operate services and to use
ranks and termini through permissions, contracts
and concessions.

Ensure adequate co-ordination and integration
between all public transport services.

Ensure the provision of adequate levels of public
security on the public transport system.

Accident investigation and analysis

Establish appropriate Accident Bureaux and design
appropriate remedial measures.

Enforcement

Educate and train all road users in the safe, efficient
use of the transport system.

Promulgate and consistently enforce all traffic and
transport regulations.

Financial control

Manage financial procurement and transfers.
Undertake budgetary co-ordination, management
and reporting.

Administer and control financial management on
all projects.
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Communication

* Respond to requests for information and assistance.

* Promulgate and publicize all policies, plans and
programmes.

* Prepare and deliver an annual report to the MEC:
Transport and Public Works, and other departments
and levels of government.

Western Cape Department of Transport and Public Works

Instifutional Structures

Proper provision must be made within each trans-
port authority to enable it to discharge these powers
adequately. It is anticipated that appropriate inter-
nal reorganization and restructuring may be neces-
sary.



Change Management

Background

Change management is the managing of the process
of adaptation, by which organizations are equipped to
develop a broader awareness and understanding of
problems and issues, thereby enabling them to
respond more appropriately and completely to current
political and social reality and to do so in ways that are
inclusive, participative and transparent, thus building
credibility, trust and accountability with the commu-
nities they serve.

The adoption of the values and principles inherent
in the RDP, based on the broadening of democracy and
the principles of people-centred development, calls for
a complete reassessment of the relevance and appro-
priateness of many current views and perceptions,
including those relating to transport planning and
operation. The reassessment must include the exami-
nation of the current composition and structure of
many organizations and institutions to respond appro-
priately, and the mix and range of views and opinions
which are available within such organizations and
institutions. An appropriate institutional framework
for decision-making and a more complete understand-
ing of the scale, extent and mix of issues must be
established.

Policy statements
Issue

Many people feel that they are denied any real choice
in matters of transport and are unable to influence
decisions which potentially would have a profound
effect on their quality of life and the cost, convenience
and safety of travel. Transport decision-making is seen
to be nonrepresentative and exclusive, being heavily
skewed to an engineering approach to transport and
primarily responsive to issues of road space optimiza-
tion and the overall efficient use of transport system
capacity.

Policy

With the establishment of competent and able trans-
port authorities at all levels of government in the West-
ern Cape, close attention will be given to the profes-
sional composition of such authorities and the mix of

available skills. While tactical and operational trans-
port problems are often essentially technical in their
nature, many transport problems are due to strategic
considerations, being a product of the complex inter-
action between transport and spatial and develop-
mental considerations. Resolving such problems
requires the inclusion of a wide range of perceptions
and understanding beyond those of physical planners
such as land use and transport planners. These would
include professional disciplines more concerned with
the social and community impact of transport pro-
grammes on the poor, the use of transport in serving
basic needs, and the impact of transport on growth,
development, reconstruction and redistribution. Such
professional disciplines include sociologists, environ-
mental planners, political scientists and development
planners, being representative of disciplines con-
cerned with equity and developmental considerations,
especially the distributional effects and impact of pol-
icy.

The composition of such disciplines within any spe-
cific authority will not be prescribed, but should be
such as to encourage broad professional participation
and involvement in transport decisions and a broaden-
ing of the skills base. Transport authorities will be
expected to demonstrate a multi-disciplinary
approach to the identification of transport problems
and issues, and their solution by the inclusion of an
appropriate mix of professional disciplines within their
strategic planning teams.

A thorough appreciation and understanding of
community issues, values and priorities is required to
increase the awareness and understanding of the
range of transport issues confronting people, and their
specific needs for assistance and support. To enhance
the appropriateness and relevance of proposed solu-
tions, it is necessary to extend and enrich the range of
perceptions available to transport authorities. To
restructure organizations to more closely reflect the
broader social and cultural structure they serve,
affirmative action policies and programmes will be
adopted to redress gender and race inequalities at all
levels of management within the existing organiza-
tional and institutional structures involved with trans-
port. Such programmes will be accompanied by appro-
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priate skills training to ensure that participants in
such programmes are not disempowered by lack of
education and training. Skills training will include
mentoring and short-term intensive courses together
with long-term technical and skills training. In addi-
tion, to allow equity programmes to function effi-
ciently, multi-culturalism workshops to improve inter-
personal and intergroup relationships, and to improve
existing organizational attitudes and perceptions, will
form an integral part of these programmes.

Issue

The Constitution states that public administration
must be broadly representative of the South African
people and that employment and personnel manage-
ment practices must be based on ability, objectivity,
fairness and the need to redress the imbalances of the
past to achieve broad representation. These constitu-
tional provisions will be reflected in all transport
administrations in the Western Cape.

Policy

In the provincial Department of Transport and Public
Works, the problem of employment inequality will be
addressed and the following procedure will be adopted:

* A policy statement on race and gender affirmative
action will be developed and communicated to all
employees.

¢ A transformation team, chaired by the Deputy
Director-General, will be established. It will
develop, implement and co-ordinate this pro-
gramme.

* Trade unions and all other employees will be con-
sulted about the programme.

* The statistical analysis and profile of the current
workforce will be prepared.

¢ All existing human resource development practices
and policies will be reviewed.

* Specific estimates and objectives will be estab-
lished with clear criteria, time frames and targets.

* The programme will be monitored and periodically
reviewed.

A public report will be prepared on the workforce pro-
file and programme outline, and progress towards the
realization of the estimates and objectives will be reg-
ularly reported. All other transport authorities will be
encouraged to adopt similar procedures.

Issue

There is a lack of capacity and expertise in almost
every aspect of transport planning and operations, par-

Chahge Management

A policy on race and gender, and an emphasis by universities and
technikons on transport-related skills, will give these girls the
opportunity to become transportation engineers should they so
wish.

ticularly those associated with the better management
and administration of existing transport facilities and
resources. The existing movement system falls far
short of the quality of performance and the levels of
productivity and efficiency of which it is capable.
However, there is also a widespread shortage of suita-
bly qualified, trained and experienced staff to redress
the situation. This will place very real constraints on
the ability to improve the situation substantially
within a realistic time frame, and this is a cause of sig-
nificant concern. Without an enhanced awareness and
understanding of what constitutes a professionally
competent traffic and transport office and the alloca-
tion of the necessary resources, together with strong
political support, meaningful change and improve-
ments of the scale necessary will not be forthcoming.

The absence of adequately trained staff will place a
serious constraint on the ability to address the increas-
ingly complex range of transport problems and issues
in the Western Cape. This will inhibit the effective
administration of powers and functions at most levels
of government. For example, an agency responsibility
analysis investigating the potential capabilities and
resources that could be made available if a single met-
ropolitan transport authority were to be established,
concluded that, out of seven primary activities such a
body could be expected to undertake, technical
resources and abilities were deficient or inadequate in
six. Similar, or even greater potential deficiencies exist
in all levels of transport authority.

Policy
It is essential that appropriate human resources devel-
opment training programmes be established as a mat-

ter of urgency. Universities and technikons in the prov-
ince will be encouraged to considerably enhance the



range of transport-related skills taught, with particular
attention being paid to highway engineering, traffic
engineering, transportation planning, safety engineer-
ing and public transport planning and control. Fur-
thermore, specialized international training organiza-
tions and agencies, with a proven record of practical
experience in transport operation and management,
will be approached to provide specialized training
modules on particular aspects. The opportunities for
establishing skills transfer programmes with transport
ministries in other countries will be explored. These
will be undertaken only once agreements have been
reached on establishing appropriate organizational
structures and determining adequate staffing levels.

Issue

The central tenet of change management is revision-
ing, establishing a new direction for an organization in

response to significant shifts in the external environ-
ment.

Policy

The organizational aims and intentions will be reas-
sessed and values and principles redefined. The
organization will be helped to make that change. The
involvement of both internal and external stakeholders
will be sought and the redefinition of internal struc-
tures, policies and systems will be undertaken. It is
only through revisioning that a new environment can
be created within which new skills, awareness and
understanding can flourish and new capabilities uti-
lized to the full. Procedures and processes will be
established to enable this to occur at each level of
transport authority within the province.
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Policy Programming and Implementation

Background

The proposed transport agenda for the province is
extensive and ambitious, intended to produce measur-
able improvements in the quality and performance of
the transport system within a realistic time frame. The
range of issues it addresses is diverse, including many
that previously had been outside direct provincial con-
trol or interest. To address these issues adequately will
require considerable adaptation and change by all
organizations, agencies and governmental authorities
involved with transportation in the province. Not only
will this need significant shifts in attitude, perception,
values and priorities, but also a marked increase in the
range and competence of professional and technical
skills available to undertake the greatly extended
transport roles and functions of all governmental
authorities.

An important priority is to initiate a systematic
process of increasing implementation capacity
through the combination of appropriate management
structures, institutional capability, and the creation of
adequate skills and resource bases. The objective is to
develop thoroughly professional transport administra-
tions at each level of authority which will be able to
discharge their full range of responsibilities compe-
tently. However, major policy shifts do not occur over-
night. Regrettably, reform takes a great deal of time,
consistency, commitment and constancy. Although
the process can be accelerated, it significantly
increases the amount of effort involved and exacer-
bates organizational and political obstacles.

Programme

The first three years following the adoption of these
policies are critical. It is within this period that addi-
tional funds will start to accrue to the provincial trans-
port fund from the proposed increase in vehicle licence
fees. The primary call on these additional funds will be
to enable organizational and institutional transforma-
tion to be completed, and adequate resource levels to
be established, to ensure that the priorities for expend-

iture in the province are realized.

Policy Programming and Implementation

Key actions: years 0-3

Disseminate policy.

* Run training courses, workshops and seminars to
ensure that the content of provincial transport pol-
icy is understood.

* Prepare and issue provincial guidelines, standards
and targets together with manuals on preferred pro-
fessional practise, design approaches and manage-
ment systems.

Build organizational and institutional capacity and

capability.

* Establish appropriate institutional and organiza-
tional structures within all governmental authori-
ties.

e Ensure the allocation of appropriate human
resources, recognizing the need for appropriate race
and gender affirmative action.

* Build necessary skills and ability through intense
training and broadening of the skills base.

Initiate planning effort

¢ HEstablish integrated and co-ordinated planning
processes and procedures.

¢ Identify agreed products of planning — objectives,
criteria, standards and targets.

¢ Initiate reform in the public transport industry.

* Assist in establishing a rural development strategy.

* Acquire and analyse information on system per-

formance.

Key actions: years 3—-7

* Introduce private vehicle restraint measures.

¢ Improve public transport service provision.

¢ Implement urban restructuring proposals and inte-
gration with broader reconstruction and develop-
ment aims.

* Provide assistance to third-tier transport authorities
as required.

Key actions: beyond year 7

¢ Continue the process of supporting growth, devel-
opment, reconstruction and redistribution aims and
objectives.



Implementation

To ensure that implementation is not frustrated by an
inability to direct efforts consistently towards the
achievement of defined policies and objectives, an in-
dependent and autonomous body should be estab-
lished by the MEC: Transport and Public Works to ad-
vise the MEC on the effectiveness of policy, the appro-
priateness of planning and institutional responses at
all levels of government, and to monitor progress gen-
erally. Accordingly, it is intended to establish a provin-
cial transport board in the Western Cape to advise the
MEC: Transport and Public Works. Its role and func-
tions will be as follows:

* Advise on the further development and implemen-
tation of transport policy throughout the province.

¢ Advise on the powers and functions of any authority
concerned with the implementation of transport
policy.

* Ensure that each authority implements transport
policy properly in all respects.

* Co-ordinate and supervise all matters concerning
transport in the province.

* Consider and approve all transport plans and iden-
tify changes or amendments that may be required.

* Provide advice to the specialist committees dealing
with transport and infrastructure of the provincial
development council, regional development coun-
cils and local development forums.

* Ensure the development of appropriate guidelines
and procedures for undertaking transport studies.

* Advise on the necessity for additional or supple-
mentary legislation to enable provincial policies to
be realized.

¢ Ensure the adoption of appropriate management
practices by all transport authorities, particularly
those relating to the objectives and programmes of
affirmative action and change management.

¢ Ensure the regular collection and display of trans-
port information relating to the performance and
productivity of the transport system.

Policy programming and implementation

The provincial Transport Board, or a subcommittee of
that Board, will act as the Urban Transport Board as
defined in the Urban Transport Act 78 of 1977, as
assigned to the province in October 1995.

rovincial
Executive
Council

MEC: rovincial
Transport and Transport
ublic Works Board
I
\I \I
rovincial Other Urban
Department of Specialist Transport
Transport Boards Board
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